PROJECT NO. IT-09-0023, TS C230 


RAPID TRANSIT EXTENSION 
TO NORTHEAST ORONX, N.Y. 



NEW YORK CITY TRANSIT AUTHORITY 


OCTOBER 1977 

























lEBMilN COllEGE UBUtiilv 

FINAL REPORT 


RAPID TRANSIT EXTENSION 
TO NORTHEAST BRONX, N.Y. 


PROJECT NO. IT-09-0023, TS C230 


NEW YORK CITY TRANSIT AUTHORITY 


OCTOBER 1977 


' ••• report iias been financed in parttiuough a grant from the U.S. Department of Trons- 

Tro«sportotion Auministrotion under the Urban Mass Transportotion Act of 1964, as 
TbiS Seewnre^f is disseminated under the sponsorship of the Department of Transportation in 
ezchonge* The United States Government assumes no liability for its contents 















I 

I 

I 

I 

I 


NEW YORK CITY TRANSIT AUTHORITY 
HAROLD L. FISHFR 

CHAIRMAIJ AND CHIEF EXECUTIVE OFFICER 

LEONARD BRAUN 
VICE CHAIRMAN 


^tMBERS OF THE AUTHORITY 

LAWRENCE R. BAILEY 
DONALD H. ELLIOTT 
JUSTIN N. FELDMAN 
MORTIMER J. GLEESON 
THEODORE HALPERIN designate 
EDWIN G. MICHAEL IAN 
DANIEL T. SCANNELL 
CONSTANTINE SIDAMON-ERISTOFF 




JOHN G, de ROOS 

St«OR EXECUTIVE OFFICER - OPERATIONS MANAGEMENT 

■tfr ncTT O'NEILL 

OFFICER - CONSTRUCTION ADMINISTRATION ANO CHIEF ENGINEI 

ANDREW T. O'ROURKE 
executive officer - COMPTROLLER 

tllCUTlvr McLAREN 

tl^CUTlVE OFFICER - LABOR RELATIONS AND PERSONNEL 

STEVEN K. KAUFFMAN 
EXECUTIVE OFFICER - RAPID TRANSIT 

FREDERICK D. WILKINSON JR 
executive OFFICER - SURFACE TRANSIT 

ALPHONSE E. D'AMBROSE 

general counsel 


EDWARD J. BABB 
SECRETARY 


CITY OF NEW YORK 

ABRAHAM D. BEAME 
MAYOR 


STATE OF NEW YORK 
HUGH L. CAREY 

governor 





PARTICIPATING AGENCIES 


TRI STATE REGIONAL PLANNING COMMISSION 
NEW YORK CITY TRANSIT AUTHORITY 
METROPOLITAN TRANSPORTATION AUTHORITY 
URBAN MASS TRANSPORTATION ADMINISTRATION 


U.S. DEPARTMENT OF TRANSPORTATION 





PROJECT STAFF 


’'ae aaior oortion of the work for the study was conducted by 
=•* acting Division of the Enqineerina Department of the 
’fev York Citv Transit Authority. The Transportation ^alysis 
of the study was conducted for the New York City 
Y-ilsit. Authority by the firm of URS Coverdale and Colpitts. 
aerial photography was furnished by the firm of Robinson 

ten al S urveys. 

The fcllowiag personnel of the New York City Transit Authority 
xJyB overall direction for the study effort: 


Project Director 

- C. L. Turin 

Project Manager 

- j. M. Georgalis 

Project Coordinators 

- R. Cohen, M. Savchak 

Ix*=r=anoa and assistance was furnished by t^e various New 

T—c City Transit Authority department heads and their staffs 

H. J. McLaughlin 

- Rapid Transit 

TrcUiSDortation Department 

E. H. Weidman 

- Car riaintenance Department 

C. Kalkhof 

- Maintenance of Way 

Department 

C. Steinberg 

C. Bishop 

- MYCTA and MaBSTOA Surface 
Operations and Planning 

^ Engineering Department, Planning Division personnel 

engineering studies, graphics material, and typing 
ree^re-d for this report: 

W. Dougherty 

T. Mulle 

R. Grefe 

A. Natalini 

R. King 

A. Neumann (In Charge Graphics 
Group) 

D. Kirchner 

F. Norman 

R. Krsulic 

B. Thompson 

A. McCarthy 

D. Yard 




TABLE OF CONTENTS 


SUMMARY OF STUDY RESULTS 

after 

L INTRODUCTION AND SCOPE 

OVERVIEW 

SEW YORK CITY TRANSIT SYSTEM 

SYCTA EXPANSION PROGRAM 

tee second avenue line (MANHATTAN) 

SECOND AVENUE LINE (THE BRONX) 

5>3CTE 132-B design DEVELOPMENT 

rAPID TRANSIT EXTENSIONS NORTHEAST 
BRONX, N.Y. 


TRANSPORTATION ANALYSIS 

I3rYRCX)UCTION 

aSSCRIPTION OF STUDY AREA 
PRESENT TRANSPORTATION SYSTEM 
rSANSPORTATION ANALYSIS OF PROPOSALS 


TRANSIT CORRIDORS CONSIDERED 

INTRODUCTION 

tee PELHAM BAY PARK CORRIDOR 

WHITE PLAINS ROAD CORRIDOR 

the dyre avenue corridor 

THE PENN-CENTRAL RAILROAD CORRIDOR 


alternate car storage and 
Maintenance facilities considered 


PAGE 

i 


1 

1 

1 

2 

2 

2 

3 

5 

12 

18 

57 

68 

69 

74 

77 

80 


INTRODUCTION 


85 



t' 

IT. (CONTINUED) PAGE 

A5ALYSIS OF REQUIREMENTS 85 

ALTERNATE SITES CONSIDERED 88 

WESTCHESTER YARD 88 

THE A.MERICAN CYSTOSCOPE PROPERTY 90 

PELHAM BAY PARK 
CO-OP CITY 

DYRE AVENUE ROW 82 

E. 239TH STREET YARD 93 

SiatMARY OF PROPOSALS 84 

^ alternate proposals studied 

INTRODUCTION 85 

WEITE PLAINS-DYRE PROPOSAL 97 

PEI£AM-DYRE PROPOSAL 183 

PENN CENTRAL-DYRE PROPOSAL 18^ 

SL1«ARY AND CONCLUSION 189 

TI. CAPITAL AND OPERATING COSTS 

INTRODUCTION HI 

ANALYSIS OF CAPITAL COSTS HI 

•VJALYSIS or ANNUAL OPERATING COSTS 116 

ANALYSIS OF REAL ESTATE COSTS 118 

SUMMARY 

TII. EVALUATION AND ANALYSIS OF 

ALTERNATIVE PROPOSALS 

INTRODUCTION 1^^ 

TRANSPORTATION 1^3 

ENGINEERING 1^^ 

SUW4ARY 1^^ 


b 




LIST OF TABLES 


PAGE 


Area to Manhattan Work Trips by Mode 
’»»'or Housing Complexes in Study Area 
Colleges and High Schools in Study Area 
Sospitals in Study Area 

Crar^rteristics of Existing Study Area Rail 
Eacid Transit Service 

Bay Line - Study Area Stations and Patronage 
-TO Avenue Line - Study Area Stations and Patronage 

Plains Road Line - Study Area Stations and 
Patronage 

Ziaracteristics of Existing Study Area Express Bus 
Weekday Services 

^aracteristics of Existing Study Area Local Bus 
Services 

c^tjway Stations and Major Institutions Served by 
I^ocal Bus Routes 

Typical Hourly Volumes for Local Bus Routes 

?ta-cr Arterial Streets in the Northeast Bronx 

^Geographical Destination of Study Area Work Trios 
by Mode 

Stody Area to Manhattan Work Trips by Mode 

Study Area to Manhattan Work Trips by Mode 
Estimated for 1973 

Significant Feeder Bus to Subway Movements 

Geographical Destinations of Penn Central 
Corridor Work Trips by Mode 

Harlem River Cordon Counts for 1973 During 
a Typical AM Peak Hour 


7 

13 

15 

16 
20 

21 

23 

25 

27 

30 

32 

34 

46 

48 

49 

50 

51 
53 

55 


c 






PAGE 


Midtovm Manhattan Cordon Count for 
13~3 During a Typical AM Peak Hour 

?ljs?r»d Operations on Study Area Subway Lines 
AM Peak Hour Under Each Proposal 

and Routes of AM Peak Hour Trains 
3*m^g Northeast Bronx Subway Lines Under 
I.atcf: Proposal 

Patronage on Study Area Subway Lines 
AR Peak Hour from Bronx to Other Boroughs 

JlKjcrmsjsAZe Rail Rapid Transit Run Times from 
'£-> 3*7 Area to 42nd Street, Manhattan in the 
MU Peak Hour 

s*rle= River Cordon Counts Southbound in AM 
Peak Sour 

liuariiic Midtown Manhattan Cordon Counts 
Soc^bbound in AM Peak Hour 

Karj' of Specific Work Required for Each 

rTOOOSal 


56 

58 

59 

63 

64 


65 

66 

110 


Capital Costs 

rs^:iaat.ec Annual Operating Costs 
Pr^rical Unit Costs, Capital and Operating 
rre-ral SYCTA Schedule, 30 TPH Peak Hour Service 
JiYCTA Schedule, 15 TPH Peak Hour Service 


iecu^re-d Properties 

- - — Characteristics on Study Area Subway Lines 
AM Peak Hour - Harlem River Cordon 

-r Characteristics on Study Area Subway Lines 

AK Peak Hour - Entering Midtown Manhattan Cordon 


T.ajoer of Transferees at Major Bronx Transfer 
izarions in AM Peak Hour 


Fisseuger Minutes for Study Area Passengers Using 

Lines to Midtown Manhattan in AM Peak Hour 


112 

113 

114 

117 

118 
120 

124 

125 

127 

128 


d 

















*^varacteristies of Study Area Subway Lines 
AM ?eax Hour 

Headways and Capacities of Study Area 
Lines in the AM Peak Hour Currently and 
Each Proposal 

vs. Express Bus Run Times from Study Area 
tc .var. ~.a tt an 

river Cordon Counts Southbound in AM Peak 
iocr ’fith and Without 10% Auto Diversion 

Midtown Manhattan Cordon Counts Southbound 
am Peak Hour With and Without 10% Auto 
liTrersioQ 


dBarv Advantages and Disadvantages Transportation 
iBAlysis 

oasrv Advantages and Disadvantages Engineering 
Ijiiiysis 


e 










list of figures 


following 

PAGE 




cf "ri State Region 

Plan of Study Area 
Plan of Study Area 
"se Hap of Study Area 
li-cr Sousing Complexes in the Study Area 

and High Schools in the Study Area 
in the Study Area 

f- Tributary Area of Subway Lines in the 
Tfcrtreast Bronx 

Bus Routes in the Study Area 

a;is Routes and Walking Tributary Area 
ii Vortheast Bronx 

and Arterial Streets in the Study Area 
Corridor 

Central Corridor 

Avenue Corridor 

•m- -» Plains Road Corridor 

*2. Plan-Profile, Pelham Corridor; 

:2oswood Avenue to Bronx River Avenue 

1 ^-^ Plan—Profile, Pelham Corridor, 

River Avenue to Rowland Street 

Jtertal Plan-Profile, Pelham Corridor; 
itowland Street to Pelham Bay Park 

Trpical Sections Platform Extensions 

tergal Plan-Profile, White Plains Road Corridor; 
Lcn^wood Avenue to East 174th Street 


2 

2 

4 

12 

14 

16 

16 

18 

26 

30 

44 

69 

69 

69 

69 

69 

69 

69 

73 

75 


f 









FOLLOWING 

PAGE 









► 

' f 


ter-ial Plan-Profile, White Plains Road Corridor; 
Eas-r 174th Street to Lydig Avenue 

Plan-Profile, White Plains Road Corridor; 
1 . 7 "g Avenue to Gun Hill Road 

Plan-Profile, White Plains Road Corridor; 
Sss Sill Road to 241st Street 

sa:— »• Plan-Profile, Dyre Avenue Corridor; 

--.g - 174th Street to Bronxdale Avenue 

Plan-Profile, Dyre Avenue Corridor; 

»- -«* T-.it 1 a Avenue to Gun Hill Road 

9 ' Plan-Profile, Dyre Avenue Corridor; 
o*** Hill Road to 233rd Street 

w— . t T Plan-Profile, Penn Central Corridor; 
ItfCcrvood Avenue to East 174th Street 

temal Plan-Profile, Penn Central Corridor; 

Vac - 174th street to Williamsbridge Road 

w —»' Plan-Profile, Penn Central Corridor; 
'iS.XLxassbridge Road to Co-op City 

Section Along Penn Central ROW 

tergal Plan Parkchester Housing Development 

» •» Plan Co-op City Terminal Station 

- Transit Cars Required versus Track Miles 

Plan - Westchester Yard 

Plan - Pelham Bay Park Storage 

Plan - Co-op City Storage 

al Plan East 2 39th Street Yard 

tertal Plan East 180th Street Additional Storage 

^^sroatic - Existing Trackage Along Corridors 
Cr^idered 


75 

75 

75 

77 

77 

77 

81 

81 

81 

81 

83 

83 

86 

90 

92 

92 

94 

94 

96 


g 






















3 


2^»cranatic - White Plains Dyre Proposal 

l.acranatic - Pelh 2 un Dyre Proposal 

r^acranatic - Penn Central Dyre Proposal 

Plan Hunts Point Avenue, White Plains 
2yre Proposal 

?la:i Hants Point Avenue Station, White Plains 
ryre Proposal 

tergal Plan East 174th Street, White Plains 
Proposal 

Plan East 180th Street, White Plains 
> r g Proposal 

TZjs. East 180th Street Station, White Plains 
Proposal 

l«na2 Plan Hunts Point Avenue, Pelham Dyre 
rropcsal 

Hants Point Avenue Station, Pelham Dyre 
Proposal 

Traaral I«YCTA Subway Section 

JfeTial Plan East 180th Street, Pelham Dyre 
Prcpcsal 

mr Hast 180th Street Station, Pelham Dyre 
Proposal 

Jferial Plan East 174th Street, Penn Central 
Proposal 


FOLLOWING 

PAGE 

96 

96 

96 

98 

98 

100 

100 

100 

104 

104 

104 

106 

106 

108 


h 


















SUMMARY OF STUDY RESULTS 


T-is report presents the findings 

on an engineering and transportation 
croposals for extending the Second Avenue Line into 

ijieast Bronx. 

- -arch of 1975, after th® 

•v entered into an agreement with the Tri St 
•*4^Ing commission to prepare this technical ^udy, 

-‘•s Transportation Policy Committee 
■i^oonended^a change in policy because ^he 

tierJ°“LlS»aTeoSrr^^rrro?rt?S"wS!r^i=en«^ 

as via the 6 3rd Street Tunnel. Contracts 

Old Avenue Line would be carried to cojJPlotion ^d 

work on the remainder of the route wouia 
that^he line could be advanced when additional 
;^^:eai"lable. However in the i^ediate future,^n^^_ 

^l^r?^t^spS??So^%rU^ Cormnittee ^ere adopted by 
r as its new transit expansion program policy. 

— 'inal report which follows is presented o” the 
.T:,: iJs findings will assist any future 
engineering work if the construction 
line is resumed and progressed from its prese 

fcs. srate. 

^ two cou^^be.given «^siaer,ticn^^^ 

s^S^^'roS^ingrof the line through the South Bronx 

ZEci; be given new impetus by policies second is the 

=: isstst renewal of urban core 

-^L^hll'anf specif" 1« i-Pa=t on thej«f 

“"^en3!nr?hf ILohf A^enuf LiS ?Jto the Borough 


mUs 






Finally althouoh facilities for the elderly and handi- 
caoped were not speciHcally identified in the 
should be stated that their feasibility was investigated and 
found "do-able" at all the proposed new station areas and 
sufficient contingencies were added to all the cost estimate 
for the addition of such facilities. 


SUMMARY OF TRANSPORTATION AND ENGINEERING ANALYSIS 


On 

which are 
following 
study and 


1 . 


both technical and economic considerations, all of 
discussed in detail in the body of this report, the 
three proposals were selected for comprehensive 
evaluation. 


A proposal which connects 
to the existing Pelham Bay 


the new Second Avenue 
Park and Dyre Avenue 


Line 
Lines. 


2. A proposal which extends the new Second Avenue Line 
along^the Penn Central right-of-way to the vicinity 
of Co-op City and also connects to the Dyre Avenue 

Line. 

3 A proposal which extends the new second Avenue Line 
to the existing White Plains Road and Dyre Avenue 
T.i nes. 


The resulting evaluation and emalysis is summarized 
briefly as follows: 


Transportation 


1 All the proposals relieve the overcrowded Lexington 
AvLue EiprSss, however the White Plains Road-Dyre 
pJlpSal provides the nost relief while assuring a 
good balance of use among all the lines. 

2. The Penn Central-Dyre proposal is best in terms of 
access to existing and potential developi^nt, 
however it is rated poorly in terms ^ 

private operators since it would divert many riders 

from such operations. 

On balance, on a treinsportation basis, the Penn 
Central-Dyre and White Plains Road-Dyre proposal are 
Lout equL after trade-offs are made, , 

Pelham-Dyre plan is not quite as good as either o 
the other two proposals. 


ii - 
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Zb. M 


tal cost basis the White Plains-Dyre 
is the least expensive ($261 million, 
by the Penn Central-Dyre plan($30 3 
BZ.LZ.zzr:' and the Pelham-Dyre proposal ($321 

. Also it should be noted that approxi- 
25% of the total cost for each proposal 
frr car storape and maintenance facilities 
are re<iuired for the entire Second Avenue 


2 annual operatincf cost basis the Pelham- 

re rrccosal is the least expensive ($1.2 million/ 
ir', followed by the White Plains-Dyre proposal 
1.3 sLillion/year) and the Penn Central-Dyre plan 
rillion/year). 

“ rrie *-feite Plains-Dyre and Pelham-Pyre plans 
^-^-xate property required to implement their 
raccion is limited to two vacant parcels. 
tZm fcr the Penn Central-Dyre proposal 21 
^ oTooerties are required, 16 in fee title 
5 zz. partial fee. 

crooosals would impact existing Transit 
rizrr facilities equally. With regard to 
: coerations the Penn Central*Dyre plan 
^ 3east impact, followed by the White Plains- 
Eti ?elhar-Dyre proposals. 

^er^nce to the impact of construction on the 
irea the White Plains-Dyre plan would be the 
t followed by the Penn Central* 

EiC ?elhan-Dyre proposals. 

tlzBST-Dvre and V/hite Plains-Dyre proposals, 
p«^-e'that one branch of the Second Avenue 
» connected to elevated structures which at 
sat time are approximately 60 years of 
^ Central-Dyre proposal places both branches 
^zzzz^ railroad rights-of-way which are 

llB on grade. Although at the present time 
ited structures of the White Plains Road 
3 n Lines are in qood condition, connecting 
ae to them is a negative factor in compari- 
■* Penn Central-Dyre proposal which does 
requirement. 
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In sunmary it can be stated that the Pelham-Dyre plan 
on both an engineering 2 md transoortation basis is inferior 
to the other two proposals. On balance after the appropriate 
trade-offs are made the White Plains-Dyre and Penn Central- 
Dyre proposals can be considered equal. This is evident 
since the White Plains-Dyre plan offers economies in construc¬ 
tion and operating costs while basically upgrading existing 
services, while the Penn Central-Dyre plan offers the best 
access to existing and potential development, at a higher cost, 
by providing a new line through the study area. 
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CHAPTER I 


INTRODUCTION AND SCOPE 




«tl (I 


L INTRODUCTION AND SCOPE 


\ 

-t-jI and Metropolitan Context 


ir which this feasibility study is located 
— York* New Jersey and Connecticut Tri-State 
—n This area is indicated on attached 
K-»»w this area over 30 million person trips 
»ocr commuter railroads, one interstate 
rA-H) and a multitude of bus lines serve and 
to its focus, the central business district 


Tr^~*it System 


? City of New York the New York City Transit 
ooerates one of the largest systems of 
in the world. It consists of approximately 
f raoid transit and 1,200 route miles of 
Acilities, transporting 1.3 billion passengers 
is extensive and well integrated with other 
« and operates in all the five boroughs of the 
Bronx the location of this feasibility study. 
xiici.icat©d on attachod Figur© 2* 


^otk. City Transit Authority is presently en- 
err-Sion program in which eleven new rapid transit 
oroposed and approvals granted , 

zLe Board of Estimate and Mayor of the City of 
”’=>ew lines comprise approximately 40 
trd it is planned to fully integrate the new work 
systan. It is expected that when completed 
will relieve overcrowding that presently 
t>eriods on several of the existing lines, 
dire--*' rapid transit access to large outlying areas 
are presently double fare zones and 
— rie Borough of Manhattan specifically, along the 

ridor. 












The Second Avenue Line (Manhattan) 


The Second Avenue Line in the Borough of Manhattan 
is one of the new routes of the New York City Transit 
Authority's expansion prograun. It extends from its southern 
terminal at Broad and Whitehall Streets in the financial 
district north along Water and Pearl Streets, St. James Place, 
Bowery and Chrystie Streets and then continues along the 
entire length of Second Avenue from E. 1 Street to E. 126th 
street. The line will be 8.4 miles long and 15 new stations 
will be provided. At the intersection of Second Avenue and 
E. 63rd Street a high speed interchange will be provided be¬ 
tween the proposed new E. 63rd Street Line and the Second 
Avenue Line. At the present time preliminary engineering 
design for the entire line has been completed, portions of 
final design are underway and several sections are under 
construction. 


The Second Avenue Line (The Bronx) 


North of 126th Street the approved Route and General 
Plan extends the line under and across the Harlem River to the 
Borough of the Bronx then east along 138th Street to the Penn- 
Central RR ROW then north to the vicinity of Hunts Point Avenue 
where a connection is made to the existing NYCTA Pelham Bay 
Park Line. North of Hunts Point the new line will extend along 
the Penn-Central 'kCM to East 114th Street then will continue 
north along the abandoned ROW of the Boston and Westchester RR 
which is presently owned by the City of New York, to the 
vicinity o£ East 180th Street where a connection will be made 
with the existing NYCTA Dyre Avenue Line. Three stations are 
proposed for the new line, one at Brook Avenue and E. 138th 
Street, a second at Hunts Point Avenue and a third at E. 180th 
Street. The Brook Avenue and Hunts Point Avenue stations are 
to have transfer facilities with existing Pelhaun Bay Park Line 
stations and the E. 180th Street Station is to have transfer 
facilities with the existing E. 180th Street station of the 
White Plains Road Line. 


Route 132-B - Design Development 


On February 24, 1972 the New York City Transit Authority 
retained the firm of Sverdrup & Parcel and Associates to prepare 
a Phase I, Design Development report for the proposed Second 
Avenue Line between East 126th Street in Manhattan and East 180th 
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street in the Bronx. In addition to studvinci the approved 
route and general plan, the consultant was required to 
evaluate tv/o separate alianments for the new line in the 
South Bronx. One alignment was to place the new line in the 
Harlem River yards of the Penn-Central RR and eliminate the 
construction along E. 138th Street, the second alignment was 
to connect the new line directly to the Pelham Line at Third 
Avenue and E. 138th Street. The studies included the conn¬ 
ections to the Pelham Ray Park and Dyre Avenue Lines, however 
they did not include the modifications required to convert 
the two lines to Second Avenue Line standards and the expansion 
of storage facilities required for the Second Avenue Line 
service. 

In November of 1972 the consultant had essentially 
completed the studies of the three proposals in the South Bronx 
and it became quite clear that the alignment placing the new 
line through the Harlem River yards of the Penn-Central RR was 
the most advantageous. With repard to the northeast Bronx, it 
became apparent at this time that alternative connections of the 
Second Avenue Line should also be investigated, however Sverdrup 
& Parcel was not required to perform these studies since it was 
beyond the scope of work of their aareement with the New York 
City Transit Authority. 


Rapid Transit Extensions Northeast Bronx, N.Y. 


Early in 1973 several proposals, other than the approved 
P.oute and General Plan, were made for extending the new Second 
Avenue Line into the northeast Bronx. With federal funds beino 
made available, the New York City Transit Authority on June 29, 
1973 entered into an agreement with the Tri-State Regional 
Planning Commission to develop and evaluate these proposals. 

As indicated on Figure 2, the Northeast Bronx for the 
purposes of this study, is defined as an area bounded bv the New 
York City limits on the north? by the Sheridan Expresswav and the 
Bronx River Parkway on the west; by the Bruckner and Cross Bronx 
Expressways on the south and by Long Island Sound on the east. 
Included in this section of the Bronx are two large housinq 
developments - Parkchester and Co-op City. 

As indicated on Figure 3, the following four corridors 
will be studied for extendina the nev? rapid transit line: 

a. The Pelham Bay Park Line 

b. The Dyre Avenue Line 






c. The White Plains Road Line 

d. The Penn Central Railroad right-of-way 

The study will focus primarily on the evaluation of the 
following three proposals in the area north of Hunts Point 
Avenue: 

1. The presently approved route and general plan which 
connects the new line to the existing Pelham Bay 
Park and Dyre Avenue Lines. 

2. .A proposal which consists of extending the new line 

along the Penn Central right-of-way to the vicinity 
of Co-op City and connecting to the Dyre Avenue Line. 

3. A proposal for connecting the new line to the existing 
White Plains Road and Dyre Avenue Lines. 

The objective of this study is to perform a complete 
transportation and engineering analysis of the proposals together 
with a full evaluation so that a plan can be selected for extend¬ 
ing the Second Avenue Line into the Northeast Bronx. 
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CHAPTER II 


TRANSPORTATION ANALYSIS 










II. TRANSPORTATION ANALYSIS 


Introduction 


In this Chapter a conorehensive analysis of passenger 
flows of the alternate proposals for extending the Second Avenue 
Line into the Northeast Bronx, is presented. 

The analysis focuses on the evaluation of the three 
proposals described in Chapter I. These three proposals where 
chosen for their general technical and economic feasibility as 
outlined in Chapter III and Chapter V. For reference they are 
described briefly as follows; 

1. A plan which connects the Second Avenue Line to the 
existing Pelham Line near V7hitlock Avenue and the 
existing Dyre Avenue Line at E. 180th Street. This 
plan is referred to as the Pelham-Dyre Proposal. 

2. A plan to extend the Second Avenue Line along the 
Penn Central right-of-way to a point near the Hutch¬ 
inson River, with a connection to the existing Dyre 
Avenue Line at E. 180th Street. This plan is 
referred to as the Penn Central Dyre Proposal. 

3. A plan to connect the Second Avenue Line to the 
existing White Plains Road and Dyre Avenue Lines at 
E. 180th Street. This plan is referred to as the 
VThite Plains Dyre Proposal. 

All the proposals are located within the study area and 
along the corridors described in Chapter I. Reference to Fiaure 
2 and Figure 3 in Chapter I is made. More specifically the 
general configuration of the proposals in relation to the exist¬ 
ing transit facilities is indicated on Figures 40, 41 and 42, 
Chapter V. 


Methodology 


The transportation analysis was carried out by studyino 
the existing transportation network and travel patterns, and 
orojectina variances in travel patterns as a result of projected 
land use and population changes and the network changes resultina 
from the adoption of each of the proposals to be studied. 




r 


The methodology adopted is 

elements which set this study apart from other transportation 
analyses: 

1. The study area is not large; it is only a small 

of a major Metropolitan region. Therefore, hichly 
sophisticated models developed for _ 

regions in general or the New York area specif i-a^. . 
are not necessarily valid; 

2. The proposals being studied involve not the ^trc- 
duction of a new mode, but an expansion of ^ 

,;propriate; 

~ !rs.:Ks:‘S 

1 . Therefore, there is a low potenti^ for 
cant diversion from other modes to 

furthers the argument that a predictive modal split 
model probably is not warranted; and 

A rtf t-he three proposals offer advantages over t^ 

• IxlstlJg S%tetn and, therefore, consideration ^st he 

given to diversion of travelers to ‘J;® ^“’'40^50 
Other modes as a result of service 
?he basic purpose of this study is to provide 
mation to the NYCTA upon which a decision cm ^ - 
among various alternatives, the decision, not 

the ultimate end product. Therefore, an anal yses 
to exhibit the sensitivity of the decision to chaa^ 
in modal split was carried out. This as 

indicated the level of confidence in one decision 

Opposed to another• 

The method chosen for this analysis was to “ 

■ Sni2rS««''w'aPp5o;ri«fsSKir«aUrs and to°su^ay lin- 

at critical cordons. 

As stated above, the subway is used to 

fhS 

destined for Manhattan. are^very crowded. In off-peak 

schidSlSr^o provide approximate capacity to accommodate pass. 
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TABLE 1 


STUDY AREA TO MANHATTAN WORK TRIPS BY MODE 


Mode 

Number of Trips 

Modal Split 

Automobile 

9,702 

14% 

Bus 

2,398 

4% 

Subway 

53,072 

80% 

Other* 

1,198 

2% 

Total 

66,370 

100% 


* Rail, Taxis, Walking, et al 
Source: 1970 Census 















demand, operate at about five-minute headways on the trunk '‘1^ 

portions of their routes during off-peak periods. One of H 

primary reasons that the Authority is building new subways ts 
to relieve the overcrowding in the peak periods in addition 1 
to the desire to expand service to currently unserved areas. 
Therefore, the critical time of day is the peak period. As a 
result of this fact, the analysis work was carried out for tr* 
peak period. One hour, the AM peak hour, was chosen as the 
time period that would be studied. 

The choice of the AM peak hour for analysis was based 
on the fact that the census data which was used as the basic 
origin-destination data is for home-to-work trips, the nsajoriry 
of which take place in the AM peak period. Also, the AM peak 
period consists mostly of home-to-work trips , and very .few re¬ 
creation or shopping trips for which data is not readily 
available. 

The base year chosen for this study was 1973 because 
it was the last full year for which transit data was available 
as the analysis was performed in Spring/Summer 1974. Therefore, 
all base year data that was taken other than in 1973 was adjus¬ 
ted to reflect 1973 conditions. The basic travel pattern data 
was taken from the 1970 Census. Specifically, the data is fcr 
home-to-work trips. Studies have shown that the total number , 
of homebased work trips are primarily a function of oopulatioc."^ 
Therefore, to convert the 1970 data to 1973 data, the total 
number of trips was changed in proportion to the changes in po^ 
ulation. The only significant population change in the eastern 
Bronx between 1970 and 1973 was in Co-op City, where occupancy 
of the development was completed about 1971. The modal split 
for 1973 has assumed to be the same as in 1970, except for the 
addition of express buses. 

This assumption was validated in the passenger flow 
analysis for the base year, 1973, because the model-predicted 
number of trips by each mode was close to the observed number. 

The data used in this study came from several sources, 
and their form influenced some of the work. For example, 
because the basic travel pattern data is from the 1970 Census, 
the transportation analysis zones were chosen to be coincident 
with census tracts. There are 136 census tracts in the study 
area. 


TI Alan M. Voorhees, A system Sensitive Approach for Forecasts 
Urbanized Area Travel Demands , prepared for the U.S. Depart 
ment of Transportation, Federal Highway Administration, 
Urban Planning Division, December, 1971. 
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There are an additional 25 census tracts in the eastern Bronx 
outside the study area, which are tributary to the subway 
stations in the study area. 

All or part of each census tract in the eastern Bronx 
was assigned to a subway station and/or an express bus line. 
The assignment of all home-to-work rapid transit trips and 
express bus trips from a census tract to a subway station and/ 
or to an express bus stop was based on the following criteria: 

1. Where the entire tract is within walking distance 
of a subway station, then all subway trips from 
that tract were assigned to that station; 


2. Where a tract is within walking distance of more 
than one station then the subway trios were divided 
among the stations based on relative walkina distance 
and the population distribution within the tract; 

3. Where a tract is not within walking distance of a 
subway station then the subway trips from that tract 
were assigned to a subway station which was connected 
to that tract by a local bus line; and 

4. Where a tract contained or was within walkina distance 
of an express bus stop, then Bronx-to-Manhattan work 
trips were assigned to express bus mode to the extent 
that patronage data indicated. 


By adjustinq the assignments, and applying a percentage 
reduction to convert the home-to-work subway trips to AM peak 
hour transit (subway and express bus) trips, a model was develop 
ed for the study area for the Fall of 1973. This technioue not 
only validated the assignment model, but also validated the 19/3 
modal split for the two Bronx-to-Manhattan transit modes. 


This validated model was then applied to the future year 
situation for each proposal, and for a test percentage diversion 
from' auto. The total number of home-to-work trips were asst^ed 
to be a function of population. The census tracts were assianed 
to the future year network for each proposal. The assianment 
was essentially the same for the Pelham-Dyre and White Plains- 
Dyre Proposals as it was for the 1973 situation, because the on , 

new rapid transit facility in the future year the station at 

174th Street and Bronx River Avenue. However, the Penn Central 
Dyre Proposal adds five stations to the transit network over and 
above the three added by the other alternatives. Therefore, the 
tracts located in the area of the Penn Central Line were reassign¬ 
ed to the station stops alona that new line, using the same 

criteria of assignment as was used for the 1973 situation. 




The future year chosen for this analysis is 199 » 

The ruru y which the City Planning Commissio- 

because this is the year fo ie aicro sufficiently far 

Manhattan. Any land developments which are so large as ^ a.. 

subway travel patterns significantly pro a ^ 1990 if they 

planned, designed, approved and built much before 1990,,if they 


Assumptions 

In addition to the assumptions required to determine 
assignment model as discussed above, a number of other assump¬ 
tions were made. These assumptions are as follows: 


V 


2 TJ?s only changes in the transportation network that 
would be considered for analysis are those explicitly 
embodied in the three proposals studied; 


2. The relative transit fare structure between the various 
modes of transportation in the 

essentially unchanged in comparison to the base ye 
1 97 ^- 


3. The IRT service and the new Second Avenue services 

similar- passenger ajne77ities. For exanple, 
all IRT cars would be upgraded to provide air condi¬ 
tioning, and only air conditioned cars would be used 
on the Second Avenue services; and 


4. Once passengers have chosen the subway mode, they 
will choose the routing through the system that in¬ 
volves the minimum time path. The minimum time path 
from a Bronx subway station to any Census tract 
destination in Manhattan includes subway running time, 
transfer time (if any) , and walk time from destination 
subway station to centroid of the destination Census 
tract. Transfer times are approximated as follows: 
for same-platform transfer, the time is equal to the 
average waiting time (half the headway of the service 
being transferred to); and for a walking transfer, 
the transfer time is estimated to the nearest minute 
and is added to the average wait time. The walking 
time from a Manhattan subway station to the approxi¬ 
mate center of a Manhattan Census tract was estimated 
to the nearest minute. 


10 












portions 

analysis 


Other assumptions used are detailed 
of the detailed discussion of the v/ork. The detail 
is described in the followinq four sections. 


Description of the Study Area 


Contains discussion of current and future land 'Jse, 
including residential, commercial, industrial development and 
the location of study area institutions. 


Present Transportation System 

Contains details of all existina transoortation facil¬ 
ities currently available in the Northeast Bronx. 


Transnortation Analysis 

contains a detailed description of the three proposals 
and the results of the transportation analysis of each. 

The comparison of the three proposals ^Ji 

portation and engineering basis will be presented in Chapter VII 




















Description of the Study Area 


f 


a. Physical Description 

The study area is the northeastern section of the 
Borough of the Bronx, City of New York and is shown on Figure 
It is about ten miles northeast of midtown Manhattan, and is 
bounded by the New York City limits on the north; by the Bronx 
River Parkway and Sheridan Expressway on the west; by the Bre¬ 
ner and Cross-Bronx Expressways on the south; and by Long Is«2=c 
Sound on the east. 

The study area is just over 18 square miles. The lard 
is basically flat, rising from sea level at the shore of‘Long 
Island Sound and Eastchester Bay to an elevation of about 180 
feet along the western edge of the study area. The average 
elevation is 2 d>out 25 feet above sea level. 

The prominent topographical features of the study area 
are the Hutchinson River in the northern part of the study area, 
Westchester Creek, which bisects the southern border, and the 
Bronx River along the western edge of the study area. All three 
of these waterways flow from north to south. 


b. Land Use 

Figure 4 is a map of land use in the study area. As can 
be seen on the Figure, the study area is basically residential. 

The area's housing is approximately 30 percent owner-occupied 
and 70 percent rental. The owner-occupied units are principally 
in lower density neighborhoods in the northern and eastern parts 
of the study area. The housing units are generally of 
design, basically sound and in good condition. 

east Bronx there are many major housing complexes. Table 2 lists 
the complexes with over 500 housing units. Figure 5 shows their 
approximate locations. Two complexes. Co-op City and Parkchester. 
are among the largest housing developments in the United States, 
and contain many facilities within their bo^daries. 
also shows access to public transportation from the ma^or housing 
complexes. Parkchester is served by subway, express bus and local 
bus. Co-op City is served by express bus and local bus only. All 
other housing developments are served by some form of public 
transportation, with most of the complexes served by both subway 

and bus. 

The commercial areas of the Northeast Bronx are mostly 
local retail shops for convenience goods, and are located " 

out the study area. However, a regional shopping area is locate 
in the Parkchester development. 
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13,36,40, 
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Accessible Rail Rapid Transit(2) 

a 

•H 

•-1 

Pelham 

Pelham 

Pelham 

Pelham 

Dyre 

White Plains 

Pelham 

White Plains 

Dyre 

White Plains 

Dyre 

Dyre 

Station | 

177 Street-Parkchester 

Morrison Avenue 

St. Lawrence Avenue 

177 Street-Pierkcho®ter 

Pelham Parkway 

Pelham Parkway 

Morrison Avenue 

Allerton Avenue 

Gun Hill Road 

Gun Hill Road 

Dyre Avenue 

Baychester Avenue 

Number I 

(0 

u 

•H 

c 

M-i 

O 

15,372 

12,512 

2,039 

1,497 

1,412 

1,266 

1,246 

879 

874 

733 

634 

538 

Location 

Bartow Avenue and 

New England Thruway 

Metropolitan Avenue and 
Unionport Road 

Grenada Place and 

Laconia Avenue 

Bruckner Boulevard and 
Sound View Avenue 

Hicks Street and 

Wilson Avenue 

Pelham Parkway and 
Wallace Avenue 

Harrod Avenue and 

174 Street 

Arnow Avenue and 

Bronx Park East 

Adee Avenue and 

Yates Avenue 

Gun Hill Road and 

Holland Avenue 

Eastchester Road and 
Morris Park Avenue 

Boston Road and 

Steenwlck Avenue 

Name 

Co-op City 

Parkchester 

Edenwald Houses 

Bronxdale Houses 

Hillside Homes 

Pelham Parkway Houses 

Bronx River Houses 

Parkside Houses 

Eastchester Gardens 

Gun Hill Houses 

A. Einstein College of 
Medicine Staff Housing 

Boston-Secer Houses 
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Notes: (1) Housing developments with over 500 units. 

(2) Within 0.5 miles 

(3) Within 0.2 miles 





























industrial areas are found generally 

right-of-way north of Par c e * ^ Westchester Creek, 

underutilited, for about 6,000 blue 

SL^TheTudiftr^- -a^^llt^fraTayrraaffiy 

r-rfnfs.’Thfcrtv«^^^^ 

development for ^^j-eek just north of the Cross ro 

located on of tSis policy. 

Expressway # is an P 



/ayr IS an eAcxiupo.^ .• a 

Approximately 2° i°%he®City?witroier°2';000 

of the study area. 


1 


rra'-^l pottion.of the study area 

A prime P®b“J; ^^p'^Lay anrthe Hew England ^hrway ,^at^Co^^^ 

iCrS-Bar-^^^ 

university, b^® py several local >>ua li"®®; served by local 

on Figure 6. 


s; Iirarb^Us°"anfL^f ire served by aubway. 

_ _ 


buses ana some 

in general, the Northeast Bronx provides^a^ 

sra?rioirircreSpip 5 b'®"‘ 

%7rkc.X\T^ reJirii^ihreSy-'a fe^ntra/huainesa 

fiftrfetrHidt"o^ -“®P • 


e. Euture development in the 

The areas most iii^exy 
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1 - BRONX RIVER HOUSES 

2 - BRONXDALE HOUSES 

3 - PARKSIDE HOUSES 

4 - PARKCHESTER 

5 - PELHAM PARKWAY HOUSES 

6 - GUN HILL HOUSES 

7 - A. EINSTEIN COLLEGE OF 

MEDICINE STAFF HOUSING 

8 - EASTCHESTER GARDENS 

9 - HILLSIDE HOUSES 

10 - EDENUALD HOUSES 

11 - BOSTON SECOR HOUSES 
CO-OP CITY (NORTH) 
CO-OP CITY (SOUTH) 

















ipnoDDDr^ 




RAPID TRANSIT EXTENSION TO 

TS C-230 

NORTHEAST BRONX. N.Y. 


MAJOR HOUSING 

5 

COMPLEXES 

IN THE STUDY AREA 
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Notes: (1) Within 0.5 miles 

(2) Within 0.2 miles 
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(2) Within 0.2 mile (0.3 
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SCHOOLS 

\ 1 - JAMES MONROE HIGH SCHOOL _ 

2 - CHRISTOPHER COLUMBUS HIGH SCHOOL 

3 - EVANDER CHILDS HIGH SCHOOL 

4 - ST. CATHERINE ACADD^IY 

5 - ST. RAYMOND’S BOYS HIGH SCHOOL 

6 - ST. RAYMOND'S GIRLS HIGH SCHOOL 

7 - OUR SAVIOR LUTHERAN HIGH SCHOOL 

8 - YESHIVA UNIVERSITY 

9 - MOTHER BUTLER MEMORIAL HIGH SCHOOL 

10 - HERBERT LEHMAN HIGH SCHOOL 

11 - CARDINAL SPELLMAN HIGH SCHOOL 

12 - MOUNT ST. MICHAEL HIGH SCHOOL 

13 - HARRY S. TRUMAN HIGH SCHOOL 
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future are those presently undevelooed or underdeveloped. A 
variety of factors can influence development including interest 
rates, economic climate, and availability of alternative 
residential or commercial space. Given favorable circumstances, 
the studv area should show moderate increases in ponulation and 
commercial activity over the forecast oeriod. 

It is foreseen that there will be little chance in the 
present pattern of land development in the future. The North¬ 
east Bronx should remain predominantly residential in character. 
The small industrial areas scattered throughout the Northeast 
Bronx should experience moderate growth. The present structures 
on developed parcels are, for the most part, sound and are not 
likely to be redeveloped. Future development probably will take 
place on what is now unencumbered parcels of land such as the 
vacant areas along the Penn Central right-of-wav which will 
probably become residential due to zoning restrictions. The 
undeveloped 83-acre site at the intersection of the New England 
Thruway and the Hutchinson River Parkway could become a major 
retail center and possibly a residential development. 

d. Population 

Accordino to the 1970 Census, the population of the 
study area is about 422,000 people. It is estimated that the 
1973 population is about 458,000 people. This increase of about 
36,000 people is due primarily to the completion and full occu- 
oamcy of Co-op City. 

The residents of the Northeast Bronx are basicallv T'Thite 
and middle income. However, there are areas of upper income 
residents alono the shore of Fastchester Bay in the Country Club 
neiahborhood, and areas of non-white residents alono the western 
elae of the study area in the West Farms and Williamsbridoe 
neiohborhoods. 

Over the past twenty years, population growth has taken 
place primarily in the northern half of the study area. It is 
in the northern parts of the study area that future growth is 
anticipated. In the southern half of the study area, the popu¬ 
lation has remained stable. It is estimated that the population 
growth of the Northeast Bronx over the next tv/enty years will be 
approximately 61,000 people. Thus, it is projected that by the 
end of the century, about 519,000 people will be living in the 
stpcy area. This projection was developed bv applying grovrth 
^actors to the population data of the 1970 Census and by estima¬ 
ting the population potential at each of 26 sites throughout the 
sn idv ar^a listed for development by the Bronx 'Office of the 
“^■partrient of Citv Planning. The patronage of the subway system, 
ctier each of the proposals v/as based on these population 


17 



Present Transportation System 


The transportation system as it exists 
study area is ubiquitous. Residents of the Northeast Bronx 
have^a choice among modes of transportation when they make 
trips. The extent of the services offered by mode are 

discussed in this section which is presented as folio s. 


a. Rail Rapid Transit; 

b. Express Bus Transit; 

c. Local Bus Transit; 

d. Other Transit; and 

e. Automotive Transportation 

f. Analysis 


a. Rail Rapid Transit 

SoitSerrBrinl''^Air?hJee LciU^Hs are operated by the New 

The rail rapid transit facilities are as follows: 

1. Pelham Bay Park Line; 

2. Dyre Avenue Line; and 

3. White Plains Road Line. 

Figure 39 shows these lines and their stations. 

•"•srSSr.r £ 
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station (two-fare zones) are Pelham Bay Park, Co-op City, 

Throgs Neck, and City Island. With the exception of the 
Park, all the areas beyond walking distance from a subway 
station are well served by local bus routes. 

Table 5 summarizes the operating characteristics of 
the study area rail rapid transit services. Details of the 
lines are as follows: 

1. Pelhaun Bay Park Line is the southernmost and 
easternmost of the three lines. It is the Bronx extension of 
Manhattan's Lexington Avenue Local Line. In the study area 
it operates on a three-track elevated structure above West¬ 
chester Avenue. 

In the peaks period, two services are offered: 

a. Pelham Local (#6 Train), making all stops between 
Brooklyn Bridge, Manhattan and 177th Street, The Bronx. The 
ten-car trains run at four-minute headways; and 

b. Pelham Express (also #6 Train) , which runs in the 
direction of the rush hour (Southbound in the A.M. and North¬ 
bound in the P.M.) over the center track south of 177th Street, 
making all stops north of (and including) 177th Street. In 
the counterflow direction, it runs local the entire distance. 

The ten-car trains run at four-minute headways. 

During mid-day, local service is provided by ten-car 
trains at five-minute intervals. Half of the trains are short- 
turned at 177th Street, thus oiving ten-minute headway service 
to the outer end of the line. 

During evening hours, local service is provided by six- 
car trains at intervals of about ten minutes. 

Owl service, all local, is provided by six-car trains 

operating at headways of about 20 minutes. 

% 

On weekdavs, all service provided in the study area is 
local, with ten-car trains, except in owl hours when six-car 
trains operate. Daytime headways are about eight minutes; owl 
headways are about 20 minutes. 

The stations on the Pelhaun Line and typical daily and 
AM peak hour patronage are shown on Table 6. The busiest 
stations are Pelheim Bay Park and 177th Street which serve Co-on 
City (via feeder )jus) and Parkchester respectively, each with 
over 2,500 patrons in the AM peak hour. Soundview Avenue, which 
receives passengers from the Soundview Peninsula by feeder bus 
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TABLE 6 


PELHAM BAY LINE 

STUDY AREA STATIONS & PATRONAGE 



Approximate Patronage 

Station 

Typical Day 

Typical AM 

Peak Hour 

Pelhcim Bay Park 

7,850 

2,560 

Buhre Avenue 

3,580 

1,170 

Middletown Road 

1,640 

530 

Westchester Square 

4,460 

1,450 

Zerega Avenue 

1,520 

500 

Castle Hill Avenue 

4,500 

1,470 

177th Street 

9,110 

2,970 

St. Lawrence Avenue 

3,760 

1,230 

Soundview Avenue 

7,460 

2,430 

Elder Avenue 

5,470 

1,780 


Source: Derived from New York City Transit Authority 

Transit Record data for FY 1973 
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from outside the study area is used by about 2,500 patrons 
in the peak hour. These three stations account for about 
half the patronage on the Pelham Line in the study area. 


ipypical scheduled run times to 42nd Street, Manhattan 
are as follows: 


From 


via Express 


via Local 


Pelham Bay Park 
177th Street 


37 minutes 
30 minutes 


41 minutes 
36 minutes 


2 . The Pyre Avenue Line runs through the middle of the 
study area from the southwest to the northeast. Its two tracks 
use the four track right-of-way of the former New York, West¬ 
chester and Boston Railroad. The right-of-way is mostly on 
grade or in cut section except at the northern end, where it is 
on an embankment• 


Except in owl hours, the line is served by the Lexington 
Avenue Express (#5 Train) to and from Manhattan and Brooklyn. 

The headways are as follows; 

a. In peak periods, approximately eight minutes; 

b. During midday and Saturdays, ten minutes; and 


c. Evening hours and Sundays, twelve minutes. 

During owl hours, a shuttle (SS Train) operates between 
Dvre Avenue and 180th Street (where a transfer can be made to 
through trains to and from Manhattan). The headways vary to a 
maximum of about 40 minutes. During Period the stations 

are not attended and the fares are collected by the conductor 
on the train. 

The stations on the Dyre Avenue Line and typical daily 
and AM peak hour patronage are shown on Table 7. The busiest 
station on the line is Gun Hill Road, which is used by 1»300 
Sopirin the AM peak hour. This is about half the nmrt^er^of 
people served at busy stations on the Pelham Line. All other 
stations could be considered lightly used. 

The approximate scheduled run times are as follows: 

From Dyre Avenue to 42nd Street, Manhattan, 48 minutes; to 
180th Street, 11 minutes. 

Th*. White Plains Road Line generally runs above VThite 
Plains Ro;d7nSiiFWlJ«tiH-iagi-5r the «tudy area, on a three 
track elevated structure. The route is served basically by a 
Seventh Avenue Express (#2 Train) providing through service to 
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TABLE 7 


PYRE AVENUE LINE 
STUDY AREA STATIONS & PATRONAGE 



Approximate Patronage 

Station 

Typical Day 

Typical AM 
Peak Hour 

Dyre Avenue 

2,580 

800 

Baychester Avenue 

2,140 

670 

Gun Hill Road 

4,330 

1,340 

Pelham Parkway 

1,840 

570 

Morris Park 

1,310 

400 


Source; Derived from New York City Transit Authority 
Transit Record data for FY 1973 
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and from Manhattan period, this service 

to 96th Street, ^_-ton Avenue Thru Express (#5 Train) 

is supplemented by the qtreet and ISOth Street and 

ihic^makes all Itreen^d U9th Street-Third 

then runs non-stop ^®^''®®’?_^-tion These services are provided 
Avenue in the rush-hour direction. 

as follows: 

t . 4-v<^ ten—car Seventh Avenue 

a. In the ®' J^Sls and the ten-car Lexington 

A^^Jur^hr^Ixprels^rSe It about eight-minute intervals; 

Seventh Avenue service is provided at 

b. During midday, 

ten-minute intervals by ten-car trains. 

>.ftiirs Seventh Avenue service is pro- 
at=ia“Sirt/rn?K“£?'.rx-car train,, ana 

a. in owl hour,, them I, 20 -minute heaaway service 
proviaed by six-car trains. 

outside of ‘Oe rush-hours .when 

?rLixfn,«n ~\rifns°« 180th Street or 149th Street- 
Grand Concourse. 

The stations on the ^ite Plains Road Line, and typica 
patronage data are shown on Table . 

The busiest stations ^^^^^^ASSnSrand^’pelhariarkway, 

233rd Street, ^un Hill Road^ All900 P®brons. 
all with typical AM peak ho are low compared to the 

Although the individual station 

l;t??'ofSe Itudy-aJef sLtions on this line serve a signifxcan 
number of passengers. 

The approximate l*tlo«:1:v:nlrAveiirEx;rrss. 

tr^rureirL^xfnrt^n"— " ' 


,. Express BUS Transit 

,eat serv^irmtren““nt«£*H?H^^^ 
am Si! 25. onl way. exact change. 
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TABLE 8 


WHITE PLAINS ROAD LINE 
STUDY AREA STATIONS AND PATRONAGE 


Station 

Approximate Patronaqe 

Typical Day 

Typical AM 
Peak Hour 

241st Street 

4,080 

970 

238th Street 

1,980 

470 

233rd Street 

3,980 

940 

225th Street 

3,350 

790 

219th Street 

2,550 

600 

Gun Hill Road 

4,060 

960 

Burke Avenue 

2,630 

620 

Allerton Avenue 

3,860 

916 

Pelham Parkway 

4,890) 

1,160 

Bronx Park East 

1,430 

340 


Source; Derived from New York City Transit Authority 
Transit Record data for FY 1973. 

















These services provide an alternative to subway or 
feeder bus-subway service for Bronx-Manhattan travelers. 

showing the routes of the express buses 
and their stops. Table 9 summarizes the operating character- 
isrxcs of fhese services on weekdays. 

Details of the routes follow: 

Parkch ester - Manhattan (BxM6 ) is operated by New 
Service, Inc.The service started August 23, 1970. 
The two pick-up and discharge points in the Parkchester 
development are at Metropolitan Oval and at Metropolitan 
Avenue at Hugh Grant Circle. ^ 

Weekday headways are indicated on Table 9. Saturday 
service is provided approximately every 30 minutes throughout 
the day. Sunday and holiday service is provided hourly 
throughout the day. 


In Manhattan, the following stops are made: 

Southbound at: 

85th Street at Fifth Avenue 
57th Street at Fifth Avenue 
50th Street at Fifth Avenue 
42nd Street at Fifth Avenue 
34th Street at Fifth Avenue 
23rd Street at Fifth Avenue 

Northbound at: 

24th Street at Madison Avenue 
35th Street at Madison Avenue 
43rd Street at Madison Avenue 
51st Street at Madison Avenue 
58th Street at Madison Avenue 
86th Street at Third Avenue 

^ typical weekday this route has a patronage of about 
2,800. About 1,100 people ride the 20 southbound trips in the 
AM peak period (6:30 AM to 8:30 AM) and about 1,250 people ride 
the 27 northbound trips in the PM peak period (4:00 PM to 6:00 PM) 

2. Co-op C ity - Manhattan (BxM7 ) is operated by New York 
Bus Service, Inc.The Service started January 18, 1971. There 
are three pick-up and discharge points in the Co-op City develop¬ 
ment as follows: 
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a. Dreiser Loop and De Kruif Place; 

b. Einstein Loop; and 

c. Asch Loop and Alcott Place. 

In the morning, there is non-stop service to Manhattan 
from each location. At other times, the buses make all stoos 
before departing for Manhattan. All buses from Manhattan make 
all three stops in the development. Table 9 shows weekday 
headways. Saturday service is provided approximately every 30 
minutes throughout the day. Sunday and holiday services are 
provided hourly throughout the day. 

The Co-op City route makes the same stops in Manhattan 
as does the Parkchester route. 

On a typical weekday, this route has a patronage of 
over 4,000. About 1,800 people ride the 35 trips in the AM 
peak period (6:30 AM to 8:30 AM) and about 2,500 people ride 
the 39 northbound trips in the PM peak period (4:00 PM to 
6:00 PM); 


3. Pelham Bay Park - Manhattan (BxM7a ) is operated by 
New York Bus Service, Inc^ The service started January 10, 

1972. The route's northern terminal is at the Pelham Bay Park 
subway station (#6 Train). Buses make the stops along Bruckner 
Boulevard at Jarvis Avenue, East Tremont Avenue, Castle Hill 
Avenue, and White Plains Road. 

Headways on weekdays as indicated on Table 9. Saturday 
service is provided hourly throughout the day. There is no 
Sunday service. This route makes the same stops in Manhattan 
as the Parkchester and Co-op City - Manhattan routes. 

On a typical weekday, this route has a patronage of 
about 2,100. About 800 people ride the 18 southbound trips in 
the AM peak period (6:30 AM to 8:30 AM) and about 1,700 people 
ride the 24 northbound trips in the PM peak period (4:00 PM to 
6:00 PM); and 

4. Pelham Parkway (White Plains Road) - Manhattan (BxMll ) 
is operated by Pelham Parkway Bus Service, Inc. The service 
started April 26, 1971. The buses make the following stops in 

the study area along White Plains Road: 232nd Street; 225th Street, 
219th Street, Gun Hill Road, Burke Avenue, Allerton Avenue and 
Pelham Parkway. 

A stop is also made at Bruckner Boulevard and Stratford 
Avenue, outside the study area. 
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Weekday headways are shown on Table 9. Saturday service 
is provided approximately at one-hour intervals throughout the 
day. There is no Sunday service. 

In Manhattan buses stop southbound along Fifth Avenue 
and northbound along Madison Avenue at 26th Street, 36th Street, 
43rd Street, 51st Street, and 59th Street. 

This service is patronized by about 3,000 riders per 
weekday and about 500 on Saturday. The PM peak period patronage 
is heavier than the AM peak period patronage. 

One other service which is express in nature, Fordham 
Road-Stamford Express (Route 61), is described later in this 
chapter in Section (d) with the other Westchester County Buses. 


c. Local Bus Transit 

Local Bus transit routes provide intra-Bronx transit 
service and feeder service to subways. The local bus routes in 
the Northeast Bronx form an extensive grid network over the study 
area. Figure 10 shows the local bus network. Using a commonly 
accepted standard that local bus passengers will walk up to about 
0.2 miles to a bus. Figure 10 shows that the local bus network is 
so dense that almost all parts of the study area are within 
walking distance of a bus line. The unshaded area of the figure 
represents that portion of the study area that is within walking 
distance of a local bus route. The only significant areas shaded 
(beyond walking distance) are parts of Pelham Bay Park. 

Within the study area there are 26 local bus routes. All 
but three are operated by the Manhattan and Bronx Surface Transit 
Operating Authority (MaBSTOA); a subsidiary of the NYCTA. The 
three not operated by MaBSTOA are the Q44, operated by the NYCTA, 
the QBxl, operated by Queens Transit and the 60 operated by 
Westchester Street Transportation. 

There are no free (or reduced fare) transfers in the study 
area except for the transfer between the Third Avenue El Replace¬ 
ment Service (Bx55) and the subway station at Gun Hill and White 
Plains Roads. This free transfer exists as a replacement of the 
free transfer that existed between the Third Avenue El (now being 
demolished) and the White Plains Road Line. 

The approximate headway of all routes and their terminals 
are shown on Table 10. The hours of operations of each route 
can be approximated by referring to this table. Bus stops are 
located approximately every 500 feet along each local bus route 
in the study area. 
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CHARACTERISTICS OF EXISTING STUDY AREA LOCAL BUS SERVICES 
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The subway stations and major institutions served by 
each bus route are shown on Table 11, Tyoical hourly volumes 
for AM peak. Base Period, and PM oeak, are shown on Table 12. 

A description of each local bus route in the study 
area follows (neighborhood names used are shown on Fipure 4); 

1. Bruckner Boulevard - Story Avenue (Bx5 ), operated 
by MaBSTOA, runs along Bruckner Boulevard and Pelham Parkway. 

The route provides frequent local bus service to Pelham Park- 
v/ay, Schuylerville, Unionport, the northern part of the 
Soundview Peninsula and the South Bronx. Some buses terminate 
their runs at the Pelham Bay Park Station, the only rapid 
transit station served by the Bx5. The bus route provides 
little service to the subway. 

The route serves Bronxdale Rouses, several schools and 
hospitals including Bronx Municipal Hospital Center (Jacobi 
Hospital) and Pelham Pay Park. Table 12 shows that the patro¬ 
nage for this route is relatively constant throughout the day. 

2. Hillside Homes (Bx6 - formerly Bxl5A ), operated by 
?!aBSTOA, runs along Gun Hill Road and Boston Road. The route 
provides frequent local bus service to the Baychester, Fast- 
chester and Williamsbridge communities, and provides access 
to the IND Concourse Line (D Train) outside the study area. 

Within the study area, the route provides access to the Gun 
Hill Road station of the White Plains Road Line, but feeds 
little traffic to that station. 

The route serves Evander Childs High School and several 
housing developments. 

3. Boston Road (Bx7 ) , operated by MaBS'^OA, runs from 
the northeast corner of the study area southwestward to Pelham 
Parkway at White Plains Road. 

The route is wholly within the study area and provides 
hourly local bus service to Fastchester and Bronxdale. It 
serves the Allerton Avenue and Pelham Parkway Stations of the 
\*^hite Plains Road Line, but provides little feeder traffic. 

This route serves Cardinal Soellman Hiah School, several 
housino developments and Bronx Park. There is no Sunday service, 
and oatronage is light. 

4. Williemsbridge Road (Bx8 ), ooerated by MaBSTOA, is a 
north-south route providing local bus service from Williamsbridoe, 
Bronxdale, and Morris Park to Westchester Scuarc. It operates 
basically on Bronxwood Avenue and Williamsbridge Road. The route 
serves the followina subway stations: 225th Street (T*rhite Plains 
Road Line), Pelham Parkway (Dyre Avenue Line), and Westchester 
Square (Pelham Line). At the last station, the route feeds 
little traffic to the subway. 
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TABLE 11 

^ATAT? INSTITUTIONS SERVED BY LOCAL BUS ROUTER 
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TABLE 12 


typical hourly volumes for local bus router 



Source! 


Notes: 


MaBSTOA Trip Sheets for various 
typical days in Fall 1973 an 
Spring 1974 

AM Peak Hour for trios starting 7:00 AM to 8:00 AM 
“sfSay Sour for trips 

PM Peak Hour for trips starting 5.00 PM to e. 

NA — not available 

Route 52 operates only m summer 
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developments. The^pftronaqe^on^th^^^ schools and housino 
during the day. ^ route is relatively stable 

north-south~ Toute^operatina / Operated by MaBSTOA, is a 
It provides frequenr[ocaJ\?; «‘'^^^^ Eastcheste; Ivenue. 

Chester and Edenwald to Westche.t^'^^e^ from Baychester, East- 
the 233rd street Station of ’''’® route serves 

Hospital Center (Jacobi Hospital?? ‘^°"’Pl®xes and Bronx Municipal 
routes in the study^area.route is about average for bus 

MaBSTOA, pr o v ides major east^west^T^^^ ' operated by 

study area, giving access ?o Till across the 

Te^inal of the IND Subway U^Si^S Street 

P^kway, the route proviSrixtrem^f r* °P®^«ting alon, 
Orchard Beach, Pelham Bay Park frequent service to 

The route serves the Pelham Parkway 

(White Plains Road Line) Pelh;^m'^D'^*u stations: Pelham Parkwav 
Pelham Bay Park ^'^^nue Line) ,^Ind 

to these stations. ' provides some feeder traffic 

hospitairinrparkrincludino^SronrPaL”°P®?^ several schools, 
Bronx Municipal Hospital Center °S^coM Ho^pUar) 

passengers, in the°su^er^m^Jths^ sm^^ heavily used by 

to Orchard Beach and the PelhSm^Coiservices are ooerated 
line from the Pelham Bay Park station^°'^^^^' which short 

;aj°r nor4h gwa It^.L^hXh frl^L *>'’ 1= > 

Parkway and the Castle Hill ar^^JS Plains Road at Pelham 

vldes frequent local bu^ierj^rto Pf°- 

orris Park, serving the Bronx Park Faat^.na^i^i’i.^®'^’'®*'®®^*'^ “"'1 
Stations of the White Plains RnlJ ^ ^ ^ Pelham Parkway 

Station of the Pelham Line I? Castle Hill Avenue 

Parkway Station, and a sJgnifJcan? to the Pelham 

Hill Avenue Station. About half of thia"h traffic to the Castle 
are subway transfers. ^ natrons on this route 
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The route serves the St. Raymond's Roys' Hiqh School 
and Girls' Academy, several housing developments and Bronx 
Park. This route operates at all times. 

8. Edenwald (Bxl4 ), operated by MaBSTOA, is an east- 
west route in the extreme northern end of the study area, near 
the City Line. 

The route is wholly within the study area and provides 
local bus service to Edenwald and Wakefield. The route serves 
the 233rd Street Station of the White Plains Road Line and 
Dyre Avenue Station of the Dyre Avenue Line, but provides little 
feeder traffic. Misericorida Hospital is served by this “route. 
Patronage on the route is light. Headways, at best, are 15 
minutes. 


9. Gun Hill Road (Bxl5 ), operated by MaBSTOA, is a 
major east-west bus route. It provides access from Co-op City, 
Eastchester amd Williaunsbridge to West Bronx subway stations 
and shopping areas. Within the study area, the route serves 
the Gun Hill Road Stations on both the White Plains Road and 
Dyre Avenue Lines, but provides little feeder traffic to these 
stations. 


The route serves several high schools and housing 
developments including Co-op City. In the study area the route 
operates at all times at short headways and is well patronized. 

10. Webster Avenue (Bxl6 ), operated by MaBSTOA, connects 
the Wakefield area to West Bronx subway stations. Within the 
study area the route serves the 238th Street Station of the 
White Plains Road Line, and provides some feeder service. The 
frequency of service is about every six minutes and the patronage 
is moderate and severely peaked during the peak hour. The route 
serves Mt. St. Michael High School. 

11. Allerton Avenue (Bxl? - formerly Bxl5C) , operated by 
MaBSTOA, is an east-west route which provides local bus service 
to Co-op City, Baychester, Bronxdale, and West Bronx subway 
stations. Within the study area the route serves the Allerton 
Avenue Station of the White Plains Road Line. 

The route serves the Harry S. Truman High School, several 
housing developments including Co-op City, and Bronx Park. The 
headways are, at a minimum, six minutes, and the patronage is 
relatively steible throughout the day. 

12. Baychester Avenue (Bxl9 - formerly Bxl5B ), operated 
by MaBSTOA, provides local bus service to Wakefield and Edenwald 
during weekday peak periods only, and only at 40 minutes headway. 

The route serves the 241st and 238th Street Stations of 
the VThite Plains Road Line, but provides little feeder traffic. 
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The route serves Mt. St.- Michael High School and 
several housing developments. 

13. Country Club - Spencer Avenue (Bx22 ), is operated 


by MaBSTOA, between VJestchester Square and the Country Club 
area. The route serves the following stations on the Pelham 
Line: Westchester Square, Middleton Road, Buhre Avenue, and 
Pelham Bay Park. It provides little feeder traffic to the 
Pelham Bay Park Station. 


The route serves Herbert Lehman High School, several 


hosoitals and Pelhzun Bay Park. Patronaoe on this route is 
light, and headways, at best, are 15 minutes. 


14. Crosby - Layton Avenue (Bx23 ), operated by MaBSTOA 


is a north-south route In the southeast part of the study area. 
Tnis route is wholly within the study area and provides local 
bos service to the Schuylerville and Westchester areas. 

The route serves the Buhre Avenue Station of the Pelheun 
but because it is so lightly used, feeds little traffic 
tc the subway. The headways are, at best, 13 minutes. 


15. Boston Road (Bx26) , operated by MaBSTOA, is an 


easr-west route. In the study area it runs basically along 
Ferris Park Avenue, providing local bus service to the Morris 
»*rx area amd access to the South Bronx. 


The route does not serve any study-area rapid transit 


i rvng, but does serve the 180th Street Station of the White 
Road Line which is just beyond the study area boundary. 

The study-area institutions which are served by the 
are Yeshiva University-Einstein College of Medicine, its 
aesciral and housing complexes; and Our Saviour Lutheran High 


The service is operated at all times at frequent head- 
Patronage is heavy for the entire route, most of which 


SK OErrside the study area. 

^ 16. Clason Point (Bx27 ), operated by MaBSTOA, is 

sasirally a north—south route to serve the Soundview Peninsula, 
^jsarrly the bus feeds traffic from the Soundview Peninsula to 
ra* ?«lrar Line at Soundview Avenue. Within the study area the 
■■ u. * * r JO ri des local bus service along Westchester Avenue to 
—aorj-* Bronx. 

The study-area institutions which are served by the 
Janes ^nroe High School and Bronx River Houses. 


Service operates at all times except along Westchester 
rere there is no owl service. Patronage is heavy and 
are very low (three minutes in peak periods). 
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17. Williamsbridge (Bx28), operated by MaBSTOA, is a 
north-south line. Within the study area the route provides 
local bus service to Williamsbridge, Norwood, Bronxdale, 

Morris Park and Van Nest, following the route of the White 
Plains Road Line. The route provides access to the West Bronx 
on both ends of its run. 

The route serves the following study—area stations of 
the VThite Plains Road Line: Bronx Park East, Pelham Parkway, 
j^llerton Avenue, Burke Avenue and Gun Hill Road, but provides 
negligible feeder traffic. The route serves Evander Childs 
High School, several housing developments and Bronx Park. 
Patronage of this route is light, and headways are, at best, 
eight minutes. 

18. 186th Street Crosstow n (Bx36 ), operated by MaBSTOA, 
is a major east-west local bus route between Washington Heights, 
Manhattan and two Bronx terminals: one on the Soundview Penin¬ 
sula, and the other at Bruckner Boulevard and the Cross-Bronx 
Expressway. 

In the study area, the route provides local bus service 
to Castle Hill, Parkchester, West Farms, the West Bronx and 
northern Manhattan. 

The Bruckner - Cross-Bronx Branch of the route serves 
the 177th Street Station of the Pelham Line conveniently. 
Soundview Branch passengers would have a two-block walk to 
that station. The route does provide some feeder traffic to 
the station. 

The route serves James Monroe High School and several 
housing developments, including Parkchester. The route ooerates 
at all times, at frequent intervals, and is well oatronized. 

19. Tremont Avenue ( Bx40 ), operated by MaBSTOA, is a 
major east-west route across the Bronx. The route provides 
local service from four terminals on the Throgs Neck Peninsula 
to Schuylerville, V7estchester, Parkchester, and the West Bronx. 

The route is a major feeder to the Westchester Square 
Station of the Pelham Line to and from the Throgs Neck Peninsula, 
'^he route serves St. Raymond's Bovs' High School and Girls 
Academy, Parkchester, and VTestchester Sguare Hospital. In the 
study area, service is operated at all times and at very frequent 
intervals. It is an extremely heavily patronized route. 

20. Web ster - T-fliite Plains Road (Bx41 ) , operated by 
MaBSTOA., is a north-fouth local bus route between Wakefield, 
Williamsbridge, the West Bronx and the South Bronx. Within the 
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study area, the route basically follows the White Plains Road 
Line. 

The route serves all the raoid ‘a® 

serves Evander Childs High School, Gun Hill !^„^tes 

Misericordia Hospital. Headways are as low five min 

durina oeak periods. The patronage 

of which is outside the study area, is heavy. 

21. Westchester Avenue (Bx4_2 ) , 

to Vfestchester, Parkchester, and West Farms. 

The route serves all the Pelham Line subway stations 
from Westchester Square to Elder Avenue. feeder to the 

under the Pelham Line El structure, Access 

subway; it provides local ^^Se lou4h B?onx, 

from the southern part ^ number of other routes at 

and connection service f® ^ (I49th Street and Third Avenue). 

se^^er^rraf hi^sciooS and houain, de^lopr^nts, 

lr!;fara^a .hladwa^s a« 

as low as two minutes). 

intfrva^r*' 

23. Story Avenue (Bx54 - formerly Hx^—^ ^^wi^in^the ^ 

w.aSSrOA between gg^,Q^Ji^bus seJvic4 to the Soundview 

area, the route provides local bus service 

T^^iasula and Parkchester. 

The fg^fleJe^Lrvice! ^^he^?Su?e pJovides^ 

i^lcTL^WeltcLster Sq'isje Hospital^and^several Hous^g^^ 

'i^SSs in^pet^periods. There is no Sunday service. 


:>! T>,4rd Avenue (Bx55X) , operated by MaBSTOA,^isj 

north-kouth route. iP'^,J,^®P^^5®r”ou^rconnects the 
' r . £a e El currently under demolition. terminals 

^‘?fnx"^”lrirtJaSsferrto”ihe subway are provided at 

ill cerr-inals. 
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In the study area, the only stop of this route is at 
White Plains and Gun Hill Roads, where passengers transfer 
to and from the subway at no charge. In the study most 

passengers who board or alight from the route transfer from 
and to the subway. 


5Qrvice is provided at all times. Headways are very 
frequent (as low as one minute), and patronage for the entire 
route, almost all of which is outside the study area, is 
fairly heavy. 

25. Bro nx-Jamaica (Q44 ), operated by NYCTA, runs 
between West Farms Square, Bronx and 165th Street Bus Terainal, 
Jamaica, Queens. Within the study area, the route provides 
bus service to Castle Hill, Unionport, Parkchester and West 
Farms operating mostly along the service roads of the Cross- 
Bronx Expressway. 

The only rapid transit station served is the 177 th 
Street Station of the Pelham Line, but little traffic is fed by 
the bus line to the subway. 

The study area institutions served by this route are 
the Bronx River Houses and Parkchester. 

Service is provided at all times at reasonable headways. 
Patronage for the route is quite heavy, although most of the 
route is outside the study area in the Borough of Queens. 

26. Bronx Flushing (QBxl ), operated by Queens Transit, 

is a major north-south local route between Co-op City, 

Bronx and Main Street and Roosevelt Avenue, Flushing, Queens. 

The route serves the Pelhaun Bay Park Station of the 
Pelham Line. It is the primary access route between Co-op City 
and the subway. About half of the patrons using the Pelham Bay 
Park Station access the station using this bus The 

site survey indicated that in the AM peak hour the buses ran at 
about two-minute headways. Much of the service provided on the 
line is cut back at the station. There is only 
service to and from Queens (about every 20 minutes in the peak 

period). 

27 Fordheun Road - Mamaroneck (Route 60 ) is operated by 
Westchester Street Transportation between 

valentine Avenue, Bronx, and the Mamaroneck ^ilroad ftf^ion of 
the Penn Central's New Haven Line. Within the study area the 
route operates along Boston Road at about 30-minute headways. 
There is no Sunday service. 
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The route 

(hite Plains Road Line, but provides 

esc r^rdinal Spellman High School, 
_ral rousfnrdevflo^L^nrs^^^^^ Br^x Part. 


d. Other Transit 

The primary transit ‘f ““i^^-^Serdrscrsltf ^U- 
and es-ployees in the '«?»^t‘'east Bronx have b facilities 

“tusl?. Below iB a discusBion^of^^the f^e 3Pehi*i<= 

‘t«nsft se^vroS't^and fro. the study area. They 

1. co^tv Buses There ^^^"^^10^" 

service to some suDway 

a. T.»rina Aven »^ - i!!dj from the 

^Leo?to”“'do™torYonS?rto the 23Bth Street Station o 
thrShite Plains Road Line. 

The service operates ohly^du^ih| “rt^rrSinir^our^ 
iL”tCe“n5r""wical aaily patronage for the route 

b. M<dland - Kiisba ll (Route^^;_°P;^“g 3 ‘’^fraction 
Te Tvlce operates everyaay^f-\»ra^rlit ' 

c. Ij^ood <^°^f-^^hc^frorthe^directiorof the 

CorporationT^eds the 238th Street Station of the 

cross county Shopping Center to tn 
White Plains Road Line. 

The service operates daily except Sundays^ «ce^P^^_ 

auring -ening -a »l^B°urs During we^^^^V p3„„„age 

M ioutf fs^SS^f BOO people. 
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d. New Rochelle - 241st Street Subway (Route 42 ), 
operated by Westchester Street Tremsportation, feeds traffic 
from Mount Vernon, Pelham, and New Rochelle to the 241st Street 
Station of the White Plains Road Line. 

The service operates daily except during owl hours. In 
peak periods, the headways are about ten minutes. Typical daily 
patronage for the route is 550 people. The on-site survey 
revealed that about 400 people were fed to the subway by this 
bus route. 

e. North Pelhaun - 233rd Street Subway (Route 43 ) , 
operated by Westchester Street Transportation, feeds traffic 
from Pelham and New Rochelle to the 233rd Street Station of the 
White Plains Road Line. 

The service operates daily except Sundays from early 
morning to early evening. In peak periods headways are about 15 
minutes. On a typical weekday, patronage was about 1,950 people. 
The number of bus to subway tr 2 msferees is small. 

f. Bronxville - Boston Road (Route 52 ), operated by West¬ 
chester Street Tremsportation, feeds trafficfrom Bronxville and 
Mount Vernon to the Dyre Avenue Station of the Dyre Avenue Line. 

It also stops at Boston Road at Dyre Avenue for Westchester-bound 
or originating passengers. 

. The service operates daily except Sundays from morning 
to early evening. In peak periods, headways are about 15 minutes. 
On a typical weekday, about 1,900 people use this bus route, of 
whom less than five percent transfer to the subway. 

g. Dyre Subway ~ Cross County (Route 55 ), operated by 
Westchester Street Transportation, feeds traffic from the Cross 
County Shopping Center in Yonkers and from Mount Vernon to the 
Dyre Avenue Station of the Dyre Avenue Line. 

The service operates daily except Sundays from moiming to 
early evening. During peak periods, the headway is eUsout 20 
minutes. Typical weekday patronage on this route is about 2,650 
people. About 125 passengers tremsfer between bus and subway 
daily. 


h. Boston Road - Stamford Express (Route 61 ), is operated 
by Westchester Street Tremsportation between the West Bronx and 
St 2 unford, Connecticut. Within the study cirea, the route operates 
along Boston Road for Westchester- and Connecticut-bound and 
originating passengers. The route serves the Pelheun Parkway 
Station of the White Plains Road Line and several housing complexes. 
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There are only two buses per day in each direction. 

The outbound trips are scheduled to leave the Bronx terminal 
at 7:15 AM and 3:00 PM. The inbound trips are scheduled to 
arrive there at 10:45 AM and 6:45 PM. 

2. Penn C entral Harlem Line . Although several stations 
on the Harlem Line are outside the northeast 

they are within walking distance of residents who live along the 
western boundary of the study area north of Gun Hoad. 

The Harlem Line is operated by the Penn Central for the ^etr 
politan Transportation Authority. 

The stations with walking access from the study area 
are Williamsbridge (at Gun Hill Road), Woodlawn (at 233rd Street), 
and Wakefield (at 241st Street). Train se^ice is 
south to Grand Central and north to such places as White Plains 

and Brewster. 

The study-area facilities which are within walking 
distance (S.fmil of these railroad stations are Gun Hill Houses 
and Bronx Park (both near the Williamsbridge Station) and 
Misericordia Hospital (near the Woodlawn Station). 


The number of trains per day at each station is as 


follows: 


Southbound Northbound 


Weekdays 


Wakefield 

Woodlawn 

Williamsbridge 


11 

14 

14 


12 

16 

16 


Weekends 


Wakefield 

Woodlawn 

Williamsbridge 


no service 
5* 

9* 


no service 
6 * 

9* 


T Fmnlovee Charter Buses. In some cases manufacturing 
f.unities ^'^sluther^westche i^ r provide charter buses for 
their emploj^n^rthe ends of the su^ay 
to the plant. The following two operations were observed. 

a Nice Pak Products, Inc. has an operation from thf^241st 

StrLfstation of th T - White Plains Road Line to their plant 

in Mount Vernon; and 


* plus one extra on Saturdays 
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b. Sirco Corporation has an operation from the Dyre Avenue 
Station of the Dyre Avenue Line to their plant in Mount 
Vernon. The headway in the peak period is about 15 minutes, 
and the average load is about 35 people. 

4 . R acetrack Buses Service is available to area 
racetracks from various points inthe Northeast Bronx during 
the racing season. These are eight routes and all are 
operated by New York Bus Service. In addition, there are trips 
to Liberty Bell and Saratoga Race Tracks. 


e. Automotive Trcinsportation 

The following is a brief description of the non-transit, 
automotive transportation available in area. . . 

presentation starts with a description of the physical facilities 
in the study area, in two categories; limited access highways 
and arterial streets (these roads are shown in Figup 11). This 
is followed by a brief description of the service characteristics 
of the various types of automotive vehicles that provide passenger 
transportation to and from the study area. 

1. Limit ed Access Highways . There are several major 
limited access highways either within or bordering the Northeas 
Bronx study area. They are descried in Figure 11. For each 
highway the 1974 Annual Average Daily Traffic (AADT) has been 
estimated to the nearest 1,000 vehicles. These AADT's were deve¬ 
loped from data supplied by New York City Department of Traffic, 
Triborough Bridge and Tunnel Authority, and the New York State 
Department of Transportation. 

The limited access highways of the Northeast Bronx are 
as follows: 

a. Bruckner Expressway is a six-lane freeway that runs 
at grade along the southern ^ge of the study area (where it is 
numbered 1-278) and at grade or in cut near the eastern edge of 
the study area (where it is numbered 1-95). The road is a major 
connecto^ between the Triborough Bridge (to 

and western Queens) on the south and New England on the north. 

A typical 1974 AADT is about 114,000, which is an estimate for 
traffic volumes on the road at Elder Avenue; 

b. Cross-Br onx Expressway is basically a six-lane 

west open cut freeway connecting the Bronx to New ® 

George Washington Bridge) on the west and to 

Island (at the Throgs Neck Bridge) on the east. A 

AADT for this road is 114,000, which is an estimate for traffic 

volume near Castle Hill Avenue; 
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C. Bronx River Parkway is a north-south parkway 
(restricted to non-commercial vehicles) that runs along the 
western edge of the study area paralleling the Bronx River. 

It is mostly six-lanes wide. At the City limits, the AADT 
is estimated to be 40,000; 

d. Sheridan Expressway is a short north-south, four- 
lane freeway serving as a connection between the Cross-Bronx 
Expressway and the Bruckner Expressway. It is numbered 1-895. 
At 172nd Street the AADT is estimated to be 14,000; 


e. Hutchinson River Parkway is a six-lane north-south 
facility connecting the Northeast Bronx with Westchester County 
(where it becomes a toll road) to the north and with Flushing 
(via the Bronx-Whitestone Bridge) to the south. The road is 
restricted to non-commercial vehicles. Near Pelham Parkway the 
AADT is estimated to be 50,000; and 


f. New England Thruway is a six-lane freeway, which is 
part of the New York state Thruway System, and provides access 
to Westchester County and Connecticut from the study area. It 
is numbered 1-95 and is a toll road north of the study area. 

At the Bruckner Expressway it's AADT is about 75,000. 

2. Arterial Streets . In addition to the limited access 
highways detailed above there are many arterial streets serving 
the Northeast Bronx. These streets are also shown on Figure il* 
Most of these streets serve not only private autos and commercial 
traffic, but are used by public transit buses. These routes 
have been categorized by direction and are shown in Table 13 along 
with their estimated 1974 AADT's. 


Although there is an extensive street pattern in the 
study area, and vehicles may use many different routes to go from 
one place to another, traffic control facilities (e.g.» traffic 
lights, stop signs) have been installed to encourage the use of 
the arterial streets and limited access highways discussed above. 
Other streets are primarily used for local trips and as feeder- 
distributors . 


The private automobile is the primary vehicle v/hich 
supplies passenger transportation in the study area. 

The 1970 Census indicates that there are about 83,000 
automobiles belonging to households in the study area. In 
addition, the census shows that about 38,000 automobiles are use 
for work trips. Therefore, almost half of the automobiles ru t c 
study area are used for work trips. The private automobile also 
orovides passenger transportation for almost any type of trip 
biat can be made, e.g., shopping, recreation and school trips. 
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TABLE 13 
cTprrTS IN THE NORTHEAST BRONX 


Facility 


East-West Streets 

g]»Qnx £■ Pelhaiti Parkway 
Gun Hill Road 
Tremont Avenue 
233rd Street 
Allerton Avenue 


North-South Streets 

White Plains Road 
Eastchester Avenue 
Baychester 
Bronx Park East 
Castle Hill Avenue 

Diagonal Streets 

Westchester Avenue 
Boston Road 
Bronxdale Avenue 
Bartow Avenue 
Williamsbridge Road 


26, 

000 

19, 

000 

21 , 

000 

20 , 

000 

8 , 

,000 

9 

,000 

10 

,000 

17 

,000 

11 

,000 

12 

,000 


15,000 
20,000 
10,000 
15,000 
18,000 


AADT Location 


Eastchester He 
Arnow Avenue 
Castle Hill Ai 
White Plains l 
Kingsland Avec: 


237th Street 
Arnow Avenue 
Tillotson Avenue 
Arnow Avenue 
Lafayette Avenue 


St. Peters Avenue 
Bivona Street 
Neill Avenue 
Gunther Avenue 
Pt>lham Parkway 


J ‘ 
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In addition, taxis, licensed by the City of New York, 
provide "on-call" service for a meter-based fare for rides within 
New York City limits. Para-transit jitneys or gypsy cabs are not 
licensed by the city to provide "taxi-type" service, but do pro¬ 
vide similar transportation services, usually in lower income 
areas. 


Other types of vehicles operate over study-area highways 
and streets, including through over-the-road buses and trucks, 
and local trucks. But these vehicles do not provide passenger 
transportation to the study area. 

f. Analysis Present Transportation System 

The travel patterns found in the northeast Bronx are not 
typical of those found elsewhere in the United States. However, 
they are typical of the patterns found elsewhere in the residen¬ 
tial parts of New York City. For example, the primary destination 
of work trips is Manhattan and the primary mode of work trips is 
subway. Table 14 exhibits this. Manhattan-destination work trips 
account for almost half of all work trips. The subway mode is 
used by almost half of all the study-area originating work trips. 
The use of subway for work trips is even more striking when only 
the Manhattan trips are examined. Table 15 shows that 80 percent 
of the study-area-to Manhattan work trips were made by subway in 
1970. These data have cheinged since 1970. Estimates for the 1973 
study-area-to Manhattan work trips are shown on Table I®* 
table shows that the total number of trips has increased (from 
66.370 to about 72,700). This is primarily because of the increase 
in population in the study area as a result of the full occupancy 
of co-op City after 1970. The modal split, however, has changed 
only in the case of the subway, where the express bus mode, which 
did not exist in 1970, has diverted some subway riders. Neverthe¬ 
less, it should be noted that the subway is the mode used for 
almost three-quarters of the study-area-to Manhattan work trips. 

% 

During the on-site survey taken for this study, it was 
found that there were only a few locations ® 

significant amount of patronage to the subway. Table 17 shows 
those locations where a bus line fed more than ten percent o 
subway station’s patronage. The bus-subway transfer movements are 
truly significant at only four out of five locations listed. The 
movement at the 241st Street Station of the White 
is low in volume, but significant because of the relatively low 

station volume. 

At all stations surveyed, there were basically no facili¬ 
ties designed to promote a feeder bus operation. In cases where 
bus shelters or benches were available, they were P^rt of anothe 
facility. For example, at Pelham Bay Park the overhead elevated 
structure provides some shelter; and at VJestchester Square 
are some benches installed as part of the park in t e square. 
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TABLE 15 


STUDY AREA TO MANHATTAN WORK TRIPS BY MODE 


Mode 

Number of Trips 

Modal Split 

Automobile 

9,702 

14% 

Bus 

2,39 8 

4% 

Siabway 

53,072 

80% 

Other* 

1,198 

2 % 

j Total 

66,370 

100 % 


* Rail, Tcixis, Walking, et al 
Source: 1970 Census 















TABLE 16 


STUDY AREA TO MANHATTAN WORK TRIPS BY tK)DE 

ESTIMATED FOR 1973 


Mode 

Number of Trips 

Modal Split 

Automobile 

10,200 

14% 

Bus 

3,000 

4% 

Subway 

53,400 

73% 

Express Bus^ 

4,900 

7%. 

Other* 

1,200 

2% 

Total 

72,700 

100% 


* Rail, Taxis, Walking, et al. 
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Bus shelters could be erected at those intermodal 
trcuisfer points where traffic warrzmts, and where some facility 
is now not in place. Shelters at Westchester Square for Throgs 
Neck-bound passengers would be appropriate. Another intermodal 
facility, the park-ride lot, does not exist to any major extent 
at study-area subway stations (there are some cases of small, 
privately-owned lots). Because the area around study-area subway 
stations are extensively developed, the construction of park-ride 
(or even kiss-n-ride) facilities probably would require major 
condemnation and demolition work. 

Table 17 also indicates that, with the exception of 
the station at Pelham Bay Park, the feeder bus operation is 
primarily to bring patrons from outside the study area to subway 
stations. Observations made during the on-site survey indicate 
that, for study area residents, walking is the primary access 
mode to the subway. Figure 8 shows that most of the study area 
is within walking distance of a subway station. This reinforces 
the on-site observation that the primary mode of access to the 
subway in the Northeast Bronx is walking. 

All of the residential areas that are outside the 
subway's walking tributary area are well served by local buses. 

The largest area not within the subway's walking tributary area 
is in the "Penn Central Corridor", that area along the Penn 
Central right-of-way, which is beyond one—half mile from an exist¬ 
ing subway station. It is estimated that about 62,000 people 
live in the area, of which about 35,000 live in Co-op City. Table 
18 shows work trip destinations, by mode, for corridor residents. 
About one-third of the residents (37%) use subway as the primary 
mode to get to work. This is a departure from the statistics of 
the entire study area (see Table 14) which shows that almost half 
of all trips are by subway. This is not unexpected because subways 
do not serve the area directly. The bus mode, which serves the 
area directly, is significantly greater in the corridor (23%) than 
in the study area in general (12%). The geographical destination 
split in the corridor shows that 80% of the residents work in 
Manhattan and the Bronx, whereas 86% of the study area work in 
Manhattan amd the Bronx. This shows that Penn Central corridor 
rgsidents are somewhat in less need of rapid transit facilities to 
Manhattan and to the southern Bronx than are the residents of the 
study area in general. 

The levels of patronage at study-area subway stations 
have generally been decreasing. Between FY 1963 and 1973 the de¬ 
cline has averaged 15 percent. This decline follows the general 
pattern for all New York City subway stations. The notable 
exceptions to the pattern are the stations in the extreme northeast 
corner of the study area, near Co-op City. At Pelham Bay Park 
(Pelhaun Line,) Dyre Avenue (Dyre Avenue Line) and Baychester 
Avenue (Dyre Avenue Line) the average of the increase in traffic 
has been 45 percent over the aforementioned ten year period. 

This growth is primarily due to Co-op City. 
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The most heavily used subway line in the study area 
is the Pelham Line. The busiest stations are, in descending 
order, 177th Street, Pelheim Bay Park and Soundview Avenue 
Stations, all on the Pelham Line. 

All service in the study area is provided by the IRT. 

In the peak hours, trains are operated in ten-car consists. 

There are 44 seats in each car, emd about 100 more passengers 
Ceui stand in each car, thus giving each ten-car train a 
practical capacity of 1,400 passengers. 

Once trains leave the study area, they must serve, 
first, the southern Bronx, and then upper Manhattan. The 
Transit Authority takes semi-amnual cordon counts, which'in¬ 
clude study-area passengers, at the Harlem River and entering 
midtown Manhattan. 

The fall 1973 Harlem River cordon counts were used in 
calibrating the assignment model as previously described. 

Table 19 shows the Harlem River cordon counts for 1973 during 
a typical AM peak hour. The model-predicted counts are all 
within two percent of the actual counts. This is quite satis¬ 
factory. The capacity data shows that the Lexington Avenue 
Express (at 83%) is approaching practical capacity at the 
Harlem River cordon, while the other two lines are operating 
at about half capacity. These results are not surprising. 

The express has only two stops (125th Street and 86th Street) 
before entering midtown Manhattan, where significant off-loading 
begins in the AJl peak hour. The other two lines have more stops 
before entering midtown Manhattan (the Lexington Local has eight 
stops; the Seventh Avenue Express has six stops). Therefore 
these lines must have the capacity to accommodate the passengers 
at these "additional" stops. 

The point of peak loading on study-area originating 
subway trains is entering midtown Manhattan during a typical AM 
peedc hour. Table 20 shows that, as in the previous table, the 
difference between the actual and model-predicted cordon counts 
is satisfactorily small (here less than one percent). The data 
indicates that the peak hour accounts for ed>out one-quarter of 
the daily traffic across this cordon. More importantly, it 
shows that the Lexington Avenue Express is operating at about 
its practical capacity with the other lines operating at a lesser 
level. Therefore, the new Second Avenue Line should, at least, 
provide relief to the Lexington Avenue Express. 

The data generated in this analysis is used as the basis 
for the analysis of the three proposals discussed in the next 
section and the comparison cimong the proposals in Chapter VII. 
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TABLE 19 


HARLEM RIVER CORDON COUNTS FOR 1973 

DURING A TYPICAL AM PEAK HOUR 



Lex. 

Lex. 

7th Ave. 


Exp. 

Lcl. 

E-xp. 

Actual Cordon Count (1) 

34,690 

23,720 

10,780 

Model Predicted Cordon Count 

34,800 

23,500 

10,900 

Percent of Dally Volume (2) 

30% 

31% 

21% 

Percent of Practical Capacity (2 

!) 83% (3) 

56% (3) 

51% (4) 


Notes 

(1) NYCTA October 1973 Cordon Counts 

(2) Based on Actual Cordon Count 

(3) Assuming 30 ten-car trains per hour, 
lAOO passengers per train 

(4) Assuming 15 ten-car trains per hour, 
1400 passengers per train 
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TABLE 20 


ENTERING MIDTOWN MANHATTAN CORDON COUNT FOR 1973 


DURING A TYPICAL 

AM PEAK HOUR 




Lex. 

Lex. 

7th Ave. ^ 


Exp. 

Lcl. 

Exp. 

Actual Cordon Count (1) 

41,230 

26,120 

If 

26,270 

Model Predicted Cordon Count 

41,400 

25,900 

. 26,400 

Percent of Daily Volume (2) 

28% 

26% 

27% 

Percent of Practical Capacity (2) (3) 

98% 

62% 

65* 1 


Notes; 

(1) NYCTA October 1973 Cordon Counts 

(2) Based on Actual Cordon Counts 

(3) Assuming 30 ten-car trains per hour, 
1400 passengers per train. 
















Transportation Analysis of Alternate Proposals 


a. Overview 

c section, the alternative proposal for extendina 

S^no^Sith th«"n? Northeast Bronx are described ^ 

ong with the planned system operation if each of the proposals 

tation^^alvsil^ihi^h ^ description of the transpor¬ 

tation analysis which was carried out, and the results of that 

Tables 21 and 22 summarize the planned operation on 
Northeast Bronx subway lines under each proposal. 


b. Description of Proposals 

.. _ P roposal . Under this proposal, half of 

the Second Avenue trains would be routed to the existing Pelham 
Line north of Hunts Point Avenue, and the other half to^the 
existing Dyre Avenue Line. The layout of the study-area transit 

P'^oposal implemented is shown in Figure 41. 
Pr.ir,5 n ^ Pelham Line north and east of Hunts 

Avenue Line would be renovated to 
T#6 equipment. The current IRT Lexington Local 

(#6 Train) service would terminate at the existing Hunts Point 

mTnnl^f planned to operate the #6 Train at a two 

minute headway. Service on the Pelham Line north and east of 

Avenue would be provided by the new Y Train (Bronx- 

IRT Dyre Avenue Service (#5 Train) 
would be cut back to terminate at E. 180th Street. The Dyre 

served by the N Train (Dyre-Second Avenue- 
Beach) . It is planned to operate the Y 
rain and the N Train at four-minute headways each for a combined 

headway of two minutes on the truck portion of the Second Avenue 
Liine • 


This proposal would have Second Avenue trains serve 

Avenue Line and on the Pelham Line 
from the t^itlock Avenue Station north to the Pelham Bay Park 
Station. A new station at Hunts Point Avenue would be built for 
tne Y Train east of the existing Hunts Point Avenue Station. A 
new station would be built at 174th Street to be served by the 
N Train, and the existing station at 180th Street would be 
modifi®d to enable passengers to transfer between the IRT (#2 and 
5 Trains) and the N Train. 


P6nn Central-Pyre Avenue . Under this proposal, half 
of the Second Avenue trains would be routed to the existing Dyre 
Avenu® Line, and the other half to a new subway branch line along 
the Penn Central right-of-way. The configuration of the transit 
network with this proposal implemented is shown in Figure 42. 

This would require reconstruction of the Dyre Avenue Line and 
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stations to accommodate R44-type equipment, and construction 
of an entirely new subway line on the existing Penn Central 
right-of-way. This right-of-way is generally in cut or on 
embankment. The Penn Central tracks are used daily by 15 
passenger trains in each direction and two freight trains in 
each direction. 

Service on each branch of the Second Avenue Line is 
planned to be four minutes, with a combined headway of two 
minutes on the trunk line portion of the Second Avenue Line. 

The existing IRT Dyre Avenue Service (#5 Train) would be cut 
back to terminate at 180th Street. The Dyre Avenue Line would 
be served by.the N Train (Dyre-Second Avenue-Broadway Express- 
Sea Beach), amd the Penn Central Line by the Y Train (Bronx- 
Second Avenue). 

Where the Penn Central right-of-way crosses Hunts Point 
Avenue, a new subway station would be built in the cut which 
would be served by both the N and Y Trains. The new station 
would be east of the existing Hunts Point Avenue Station of the 
Pelhaun Line. The two stations would be connected by a corridor 
to enable passengers to transfer between them. 

The stations on the Dyre Branch of the Second Avenue Line 
would be all of the existing stations on the Dyre Avenue Line. 

The station at 180th Street would be rebuilt to enable passengers 
to transfer between the IRT (#2 and 5 Trains) and the N Trains. 

The stations on the Penn Central Branch would be entirely 
new. They would be as follows: 

a. 174th Street near Bronx River Avenue. This station, 
which would be served only by the Y Train, provides transit service 
to Bronx River Houses, which now is beyond walking distance to a 
subway station. The Bx36 bus route, which operates across 174th 
Street, could serve the station; 

b. White Plains Road near Tremont Avenue. This station 
would provide transit service to the northwest portion of Park- 
chester, which now is on the fringe of walking distance from the 
177th Street Station of the Pelham Line. Routes Bxl3 (on Unionport 
Road) and Bx40 (on Tremont Avenue) would serve the station; 

c. Bronxdale Avenue near Tremont Avenue. This station 
would provide access to the northeast section of Parkchester and 
the southern part of the Morris Park neighborhood, an area which 
is beyond reasonable walking distance to a subway station. The 
Bx40 (on Tremont Avenue) runs near the site of the proposed station. 
The existing terminal of the Bx54 at Purdy Street-Parkchester could 
be moved several blocks north to serve the station; 


60 








d. Eastchester Road near Sackett Avenue. This station 
would provide transit access to Yeshiva University-Einstein 
College of Medicine, its hospital and residences. The Bx9 
running along Eastchester Road, and the Bx26 terminating at 
Eastchester Road and Sackett Avenue, would serve the station; 


e. Pelhcun Parkway near Bassett Avenue. The Bx5 and Bxl2 
on Pelham Parkway would serve this station. Although the station 
is near Bronx Municipal Hospital Center (Jacobi Hospital) and 
Bronx State Hospital, the entrances to these institutions are not 
within walking distances of the station site; and 


f. Co-op City, at the extreme south end of the housing 
development, would be within walking distance of the buildings in 
the southern section (about 15,000 residents). The Bxl5, 17 and 
52, and the QBxl, which operate throughout Co-op City, terminate 
at a point near the site of this proposed station. These lines 
could provide feeder service from the northern sections of Co-op 
City (about 40,500 residents). 

3. White Plains-Dyre Proposal. Under this proposal, the 
current IRT Lines north of 180th Street would become the branches 
of the Second Avenue Line. The rapid transit network, with this 
proposal implemented, is shown in Figure 40. N Trains, at four- 
minute headways, would serve the Dyre Branch; Y Trains, also at 
four-minute headways, would serve the White Plains Branch. South 
of 180th Street, the Second Avenue Line would be served by both 
N and Y Trains at a combined headway of two minutes. IRT #1 and 
5 Trains would be cut back to terminate at 180th Street. Their 
combined headway would be two minutes. 


The existing facilities on both branches would have to be 
reconstructed to accommodate R44-type equipment. At Hunts Point 
Avenue Station a new station would be built for Second Avenue 
trains in the Penn Central right-of-way cut. This new station 
would have its center platform configuration parallel to, and east 
of, the existing Hunts Point Avenue Station of the Pelham Line. 

A passageway, several hundred feet long, connecting the two stations, 
would allow passengers to make free transfers between the Lexington 
Aven,ue Local (#6 Train) and the Second Avenue Line (N and Y Trains). 
At 174th Street a new station would be built just west of Bronx 
River Avenue. It is planned that both the N and Y Trains would 
serve this station. At 180th Street, the existing station would 
become a terminal for the IRT (#2 and 5 Trains) and a station for 
the Second Avenue Line would be constructed at the abandoned New 
York, Westchester and Boston Railroad Station. The Second Avenue 
Line platforms would be parallel to, and east of, the existing 
station platforms. A passageway connecting the platforms of the 
two stations would allow passengers to make free transfers between 
the IRT #2 and 5 Trains on the one hand and the Second Avenue Line 
(N and Y Trains) on the other hand. 
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c. Transportation Analysis 




The analysis of passenger flow for each of the three 
proposals was carried out as follows; Growth factors, based 
on 1990 land development data, were applied to the trip table 
for 1973, (whose development was described earlier). This 
resulted in a trip table for 1990. This trip table was then 
"loaded" onto four networks; the current network (to produce 
a 1990 pro forma case) and the network as configured for each 
of the three proposals. The first case produced passenger 
flow data for the condition that would exist if the new routes 
progreun were not carried out. The latter three cases produced 
parallel data for the condition that would exist if each of the 
proposals were constructed. 

The estimated patronage on study-area subway lines is 
shown on Table 23. In general, under three proposals the study- 
area subway lines will have patronage greater than the current 
patronage. The patronage for the Pelham-Dyre and White Plains 
Road-Dyre Proposals are the same. Under the Penn Central-Dyre 
Proposal, patronage is diverted to the new Penn Central Line 
facilities. There is significant diversion from the Pelham Line, 
and there is minor diversion from the other lines. 

Approximate run times from major stations on study-area 
subway lines to midtown Manhattan are shown on Table 24. From 
the Pelham Line stations to midtown, only the Pelheun-Dyre pro¬ 
posals offers run time savings. Only the Penn Central-Dyre 
Proposal offers run time savings from the Co-op City area. All 
proposals offer run time savings from Dyre Avenue. Only the 
White Plains Road-Dyre Proposal offers run time savings from 
241st Street. The significemce of these run time savings are 
discussed later, in Chapter VII. 

The critical points of passenger flows, as previously 
mentioned, are at the Harlem River amd entering midtown Manhattan. 
Table 25 shows projected cordon counts at the Harlem River for 
each of the three proposals. Ted^le 26 shows similar data for the 
midtown Manhattan cordon. The midtown Manhattan cordon for the 
Second Avenue Line was chosen to be just north of 72nd Street. 

The reason for this choice is as follows; the 72nd Street Station 
is the north terminal of the QB. In order to exclude the capacity 
of the QB from the load factor calculations, and thus not bias the 
results, the cordon line has to be north of the station. 

It was assumed that the passenger loadings in northern 
Manhattan would basically remain stable between 1973 and 1990. 

This is based on the fact that the area is fully developed and 
new construction would result only in replacement housing. The 
only exception to this is the Ruppert, Yorkville eind Knickerbocker 
Towers complex which is replacing the Ruppert Brewery. This site 
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TABLE 23 


ESTIMATED PATRONAGE ON STUDY AREA SUBWAY LINES IN 

AM PEAK HOUR FROM BRONX TO OTHER BOROUGHS 


1973 

Model 

Predicted 


1990 

Pelham- 

Dyre 

Penn Central- 

Dyre 

White Plains Road- 

Dyre 

17,100 

18,700 

13,200 

18,700 

- 

- 

7,600 

- 

4,200 

5,700 

4,900 

5,700 

IE 10,600 

10,700 

10,200 

10,700 

31,900 

35,100 

35,900 

35,100 


PELHAM LINE 
PENN CENTRAL LINE 
DYRE AVE. LINE 


TOTAL 



















































































































HARLEM RIVER CORDON COUNTS 
SOUTHBOUND IN AM PEAK HOUR 



65 


headways, 1400 passengers per train. 



































ENTERING MIDTOWN MANHATTAN CORDON COUNTS 
SOUTHBOUND IN AM PEAK HOUR 
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(2) Assuming two minute headways, 1680 passengers per train. 

(3) Assuming two minute headways, 1400 passengers per train. 
























is between Second and Third Avenues in the low 90's. In addition, 
it was assumed that patronage on the upper east side of Manhattan 
was split between the Lexington Avenue Line and the Second Avenue 
Line on the basis of the population distribution in the area. 

At the Harlem River Cordon, the 1990 Pro Forma 1973 (the 
do-nothing case) shows that the Lexington Avenue Express is most 
crowded, and probedjly should be relieved. The Pelham-Dyre Proposal 
provides some relief because the load on the Lexington Avenue 
Express is reduced by about 6,000 people (16%). The load factor on 
the Penn Central-Dyre Proposal is about the same as the Pelham-Dyre 
condition. Only the White Plains Road-Dyre Avenue Proposal relieves 
the Lexington Avenue Express to a significant degree. 

At the Entering Midtown Manhatteui Cordon, (Table 26), the 
pro forma case indicates that if the Second Avenue Line were not 
built the Lexington Avenue Express loadings at the peaJc load point 
would exceed practical capacity. (In the current case they are 
just below practical capacity). All proposals relieve the Lexington 
Avenue Express, but the White Plains Road-Dyre Proposal relieves 
the Lexington Avenue Express the most. The Pelham-Dyre Proposal 
provides relief to return the load factor to the 1973 condition. 

The Penn Central-Dyre Proposal provides only slightly more relief. 

Further discussion of load factors at cordons are given in 
Chapter VII, Evaluation and Analysis of Alternate Proposals. 



CHAPTER III 
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TRANSIT CORRIDORS CONSIDERED 









III. TRANSIT CORRIDORS CONSIDERED 


Introduction 


Early during the preliminary phases of this study 
and after careful consideration of all passible locations, 
the following four corridors were selected as the 

TiJ>ts-ot-w3y tor extending the new Second Avenue 

jine into the Northeast Bronx. 

1. The existing NYCTA Pelham Bay Line elevated 

structure from approximately the ^ 

of Hunts Point Avenue and E. 163rd Street to it 
terminal at Westchester and Burr Avenues. 

Reference is made to Figure 12. 

2 The Penn-Central Railroad right-of-way (formerly 
the New York, New Haven and Hartford Railroa ) 
from the southerly boundry of the study area 
north to the vicinity of the south site of P 

City. Reference is made to Figure 13. 

3. The existing NYCTA Dyre Avenue Line 

from approximately the intersection of E. 174th 
Street knd the Penn-Central Railroad to E. 180th 
Street (non-operating portion) and from E. 180th 
Street to Dyre Avenue (operating portion). 

Reference is made to Figure 14. 

4 The existing NYCTA White Plains Road Line elevated 
* * structure from approximately the intersection o 

E 180th Street and Bronx River Parkway to its 
t;r“Sa5 afl! 241st Street and White Plains Poad. 
Reference is made to Figure 15. 

Early in 1973 the studies completed by 
engineers Sverdrup and Parcel clearly J;;^^‘'^^®thrBronx should 
southern portion of the Second ^ Harlem River Yards 

follow an alignment Sesterly part of the former 

run^rf ;fThe”:ruSyrref vtcl^ft? of Hunts Point Avenue, 
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with this fixed starting point consideration was 
given to the possibility of extending the new line along 
some possible north south or east west main streets in the 
Northeast Bronx. A further possibility was extending the 
new line along one of the existing transit corridors in 
svibway with the eventual removal of the existing elevated 
structure. 

In considering cuiy new construction outside the four 
corridors listed, it is clear that it would have to be in 
subway. New elevated type construction in a built up residen¬ 
tial area such as the northeast Bronx would be environmentally 
unsuitable. New subway lines along streets such as Westchester 
Avenue, Boston Post Road, White Plains Road, Pelham Parkway or 
Gun Hill Road could not possibly be given serious consideration. 
First they would cost at present prices approximately $80 
million per mile, would not be adjacent to any convenient areas 
where car storage and maintenance facilities could be provided 
and since they would be in competition with existing lines they 
could not draw sufficient new riders to justify the large 
capital and operating expenditures that would be incurred. 

• In summary because of cost, unavailability of storage 

areas and insufficient ridership any new transit lines would 
have to be within the existing corridors listed. The following 
narrative will outline the necessary work required to utilize 
these corridors and the facilities thereon for possible Second 
Avenue Line operation. New storage facilities will be described 
in Chapter IV, specific proposals will be considered in Chapter 
V and costs, both capital and operating will be given in 
Chapter VI. 


The Pelham Bay Park Line 

The portion of the Pelham Line that can be utilized 
for Second Avenue Line operation consists of approximately 
20,000 feet of elevated steel structure along Westchester 
Avenue from Whitlock Avenue station to the terminal at Pelham 
Bay Park. Reference to Figure 16, Figure 17, and Figure 18, 
is made. South of Whitlock Avenue station the connections, 
stations, transfer facilities and all other new construction 
required to connect the Second Avenue Line to the Pelham Line 
for einy specific proposal will be outlined in Chapter IV. 
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The structure was designed and built by the New 
York State Public Service Commission between 1915 and 1920 
and then turned over to the Interborough Rapid Transit 
Compamy for revenue operations. Its basic configuration 
consists of three tracks 12’-6" o.c. supported on longitudinal 
stringers which are connected to transverse girders supported 
by heavy built up street columns 26 feet apart and founded in 
the bed of Westchester Avenue. The track construction is 
typical elevated NYCTA open deck type with wood ties resting 
directly on the stringers. The standard bent spacing is 50 
feet with the exception of areas at intersecting streets and 
station mezzanines where it is increased in multiples of 5 
feet up to 75 feet as local conditions require. There are 
two areas where the construction differs from the typical, 
the first is the area over the Penn-Central Railroad ROW 
the second is the area over the Bronx River. The NYCTA tracks 
are carried approximately 60 feet over the Penn-Central Rail¬ 
road by a 160 foot span Pratt type truss and over the Bronx 
River they are carried approximately 70 feet above mean high 
water by a 220 foot Parker type truss. 

Between Westchester Square and Middletown Road 
stations elevated lead tracks are provided in both the north¬ 
bound and southbound directions from the main line to. the 
adjacent NYCTA Westchester Yard. The lead tracks 
elevated steel bent type construction and continue into the 
yard where they connect to tracks that are on grade. e 
NYCTA Maintenance of Way [Apartment maintains the entire 
length of the elevated structure including the trusses and 
the present it is considered to be in good condition. 

As stated in Chapter II the NYCTA Number 6 
(Lexington Avenue Local) operates exclusively on the 
Line. The rolling stock used is of the A Division IRT type 
and the cars are narrower and shorter than the "B 
IND-BMT type that will be used on the Second Avenue Line. 
Became of this fact substantial (structural) modifications_ 
are required to be made to the structure, in addition accom 
panying architectural, track, line equipment and 
will be required. An entirely new cab signaling system wil 
be required. All this work is outlined more specifically 
follows; 


a. Structural - Architectural 

The structural modifications required are necessary 
because the Second Avenue Line cars will have B Division 
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dimensions, that is they will be 10 *eet wide 
in 8 car 600 foot long trains. Presently the existing 
stations can acconunodate "A" Division cars of 9 foot width and 
10 car 515 foot long trains. 

The existing station platforms are all 525 in 

is»nath and all require to be extended to 615 feet. The side 
Clearance would have to be increased by 
The existing track spacing of 12'-6 between statio 
suffi^ieJi for the wider cars, also at areas of horizontal 
curvature sufficient additional track spacing is provided for 

new cars. 

The adequacy of the main members of the structure to 
carry the new cars was investigated and found to be satisfacto^. 
?hrLason for this is that a typical "A" Division ten car train 
fully loaded and made up of R-28 type 

1900 Ibs/ft., this is higher than a typical B ^ivis 
R-44 type train which weighs approximately 1500 Ibs/ft. In 
Edition the R-44 car trucks are 55 feet apart versus 36 feet 
for the IRT type cars and this induces smaller bending moments 
in the lonaitudinal track stringers. The original structure 
Sas- SLigSld ?oi a high impact factor, the R-44 type cars would 
lessen this factor since they have better suspensions, smoother 
icllleratiin and decelaration characteristics, and wheels that 
Sn! bi miLtained to very high standards, which will be the 
policy of the NYCTA on all rolling stock in the near futu . 

• AS indicated on Figure 16, Figure 17, 
the basic platform extension length is 90 feet ^25) the 

direction in which a platform is extended depends basically on 
horizontal and vertical alignment considerations and the impact 
orawSr^Lant liSe equipment. “ Tlaffo™”" 

::tuw“trb“Sa;:5oSd“?r?i:rtouti;bound direction and a 

f d??ec?ion'°“hirJs ^^^uiJedVm^Iitatn S Snimum of 
S!? foordistanoe beiween the EldM and Sound view Avenue 

columns of the elevated structure. New columns will ® 

roi^Pd the existing structure has sufficient reserve capacity 
to^carry'the additional loading imposed by the platform 
extensions• 







Figure 19 indicates ®°>JJd^Satfir^ranrthrSc2ssary 

-he existing and proposed elevated^pl^f indicated 

Lateral clearance „„ire citing back approximately 

the existing platforms J^^^ctions will require widening 

tLlt^P-edTr^as «hi=h^pre«« 

^nc^tfSpr^d If ir^ssible to cut^them^baoK^ 

4^‘af:r4l fxa«r4s a.e cpt^bao. t^TS^nt I tbe 

removable gap Division to Second Avenue Line 

conversion is made rro 

operation. ^.d__ station mezzanines 

Architecturally all the include new controls, 

will be completely teturbiahed. Thi toilet facilities, 

^ei change boot»s, fluorescent light^ li^erior and interior 
new roof drainage and painting 

surf3*c0S. . .g 

At the terminal 

roTvItf rfloraflfg Ihe diamond crossover at the^^f 

hi flurtiihid and controls ttallon directly from 

of this area by passengers entering ^he^sta^io ^ 

4-^arTninal station* 


* ^ Division (Second 

In converting the ^ork can remain as 

venue Line) operations the existing operate °''er =iendard 

=;ge™tiacf ,f ^IT/ffanf S iOO ib.^APh^^pe^B 

ails. Both Divisions el|0 use a^lSO^.^ i^e a latera 

third rail), however,^the^ vertical adjustment of 1/2 
;ij,fafl!i Siti "B- Division standards. 
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presently the ^®2a'^by'’the”yCTA"Mlintenance of Way 

SSfar?^” iTcl^l^erl, in good condition. 

The only «®f ^^jfi??o™"ex«nlions' ‘’In^h"”'’ 
are in connection with the platfora Avenue 

Seas of «e«chester Sq»are,^«i«leto™^^ ^ 

stations the existing P ^ platforms. This "ijl 

to reduce by approSmately 5 MPH in these 

TreaS wuf nol hfve a significant affect on 

any operations on the line. 


c. Signals a.-4,qo 

The existing -Vside signal system on^thtj- out^^ 

local tracks will 'f ^ne compatible with Second 

signaling system to make th vi\l require both wayside 

Slnue. The middle ®^^«SrStlont betwein Whitlock Avenue 
and cab signaling m two npcessary because the track 

and Westchester Square. . ^Jestchester Yard for the re- 

v?ll have to double as a ?oint in two directions 

maining IRT operation °gg for the Second Avenue Line 

and also as an emergency Whitlock and Westchester 

oruOSt^-TOo rdd?iTrirtot£fsoorbrused 

!^r‘'?OyrorSc:O^^Orn“u-uOO^n^s dutlng the midday. 

in addition to the n®" ®S£|ga''to^Oceommodate the 
wayside system will have «g^®3“0iMo p®”^®^ in 
nlatform extensions. At som ^ _ will be in place and 

?he Lyside and cab SI conversion from"A” Division 

i? is during this period that subsequent to this, 

to "B" removed aOd all salvageable parts 

fnl ra00ifal0’'0rb0*?e00i0ed by the WTCTA. 


d. Power 

Both Divisions use ^Stations^to^the'^operating lines, 
traction power supplied by If Hunts Point Avenue three 

«Se«^y^n the.Pelh^ ^„||tS“nt for any proposed 

substations are m use. Th ^ hour service on 

intnr«?ri St^rere”- tS-rresent^l to 15 trains per 
hour. 



I 

I 

I 

I 

I 

I 

I 

I 


73 

























I 

I 

I 

I 

I 



VARIES 


5' - BVa' 


NEW PLATFORM SECTION 


5' - S’/a' 


6 "± 


4' -11%' 


TOP OF EXISTING PLATFORM 



-NEW PLATFORM GIRDER 

EXISTING TAPERED PLATFORM SECTION 


CJ 

< 

cc 

I- 


B of R 

—r— 


o 

< 

GC 

K 


B of R 


RAPID TRANSIT EXTENSION TO 

TS C-230 

NORTHEAST BRONX, N.Y. 


TYPICAL SECTIONS 

19 

PLATFORM EXTENSIONS 
















































































Therefore, the power modifications are limited to the 
miscellaneous work required to accommodate the platform 
extensions. 


e. Line Equipment 

The line equipment modifications are limited to the 
work required to accommodate the platform extensions. The 
existing direct current connections and lighting along the 
line can remain intact. 

An exception are the station platforms and mezzanine 
areas where new flourescent lighting will be installed. In 
addition at the Pelham Bay Park terminal a new escalator will 
be provided as previously mentioned. 

In summary all the work required to convert the 
Pelhcun Line to Second Avenue Line operations is feasible and 
precedent for it exists since on July 24, 1948 the then IRT 
Astoria Elevated Line was converted to BMT operations. ^ 

However, it cannot be considered as typical new route construe 
tion since it must be done on and around an operating railroad 
without interuption to the revenue service on the line. Also 
the design, construction and scheduling of the work would 
require a high degree of coordination not commonly found in 
other types of construction and needless to say this will be 
reflected in the cost. 


The White Plains Road Line 

The portion of the White Plains Road Line that can 
be utilized for Second Avenue Line operation consists of 
approximately 22,000 feet of elevated steel structure along 
White Plains Road from Bronx Park East station to the terminal 
at 241st Street. Reference to Figure 20, Figure 21, Figure 
22, and Figure 23, is made. South of Bronx Park East station 
the connections, stations, transfer facilities and all other 
new construction required to connect the Second Avenue Line 
to the Pelham Line for any specific proposal will be outlined 
in Chapter IV. 
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The structure was designed and built^by 
State Public Service Commission Transit Company for 

turned over to the is a three track elevated 

revenue * ^ical in its basic configuration to the 

steel bent type ^reas where the construction 

Pelham Bay Line. There ar 238th Street and 

differs from the typical. bracks are provided from the 

E. 241st Street stations lead tracks are pr^ NYCTA 

southbound direction j tracks are of elevated steel 

E. 239th Street Yard. The ^^he yard where they 

bent type construction and co nYCTA Maintenance 

connect to tracks ^^^^^^^“"rentire length of the elevated 
S^r^tu^^Sraf tf ^onsideJed to be in good 

condition. 

AS stated in Chapter II “e NYCTA 
Avenue Express) and | is of the "A" Division 

L^Lrired^S^iiin'rh‘r?:iV„ner since essentialiy 
u irthe saine as the Pelhap Line. 


a. Structural - Architectural 


Reference to Ji'neceLary ^t alf the stations 

platform addition the platforms require 

cuSnl bait l ^cheL ihis can be accoa,,Ushed easily as 
indicated on the figures. 

T1 * all «i-h#a existincj station mezzanines 

„iU be =-p5«e?5“re£u?bished._^ « the^terpinal at^H.^lUst^ 

stSrrolm"and'^5ar“nspertors office will require reconstruction. 


b. Track 


The 


The existing track work P»"'®'"“"?eril'and vertical 

contact rail Division standards, 

adjustment to be compatible wirn 
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At the E. 238th Street station on both the north¬ 
bound and southbound tracks, the superelevation will require 
removal at the south end of the station to accommodate the 
platform extensions. This will not significantly effect any 
operations on the line. 


c. Signals 

The existing wayside signal system on the two outside 
local tracks will require removal and replacement with a cab 
signaling system. The middle express track from E. 180th 
Street to Gun Hill Road will remain as is and be utilized for 
storage of IRT trains operating south of E. 180th Street. 

North of Gun Hill Road the express track can be cab signaled 
and used for layup of Second Avenue Line trains. 

In addition the existing wayside signal system will 
require modification to accommodate the platform extensions 
amd for a period of time both wayside and cab systems will be 
in place until conversion to Second Avenue Line operations 
tcdces place. 


d. Power 


Presently on the White Plains Road Line north of 
E. 180th Street three substations are in use. This is 
sufficient for any proposed Second Avenue Line operation 
since the peak hour service on the line will decrease from 
the present 22 to 15 trains per hour. Therefore, as with 
the Pelham Line the power modifications are limited to the 
miscellaneous work required to accommodate the platform 
extensions. 


e. Line Equipment 

At the station platforms and mezzanine areas new 
flourescent lighting will be installed. The only additional 
modifications are limited to the miscellaneous line equipment 
work required to accommodate the platform extensions. 

In summary it is feasible to convert the White Plains 
Hoad Line to Second Avenue Line operations. However, the 
necessary work will have to be performed while existing 
ooerations on the line are maintained requiring a high degree 
of coordination which in turn results in high costs. 
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The Pyre Avenue Corridor 


The Dyre corridor that can be utilized for Second 
Avenue Line operations consists of approximately 25,600 feet 
of combined elevated, tunnel, ®"^®''^®" 152 ®S‘^s??Set^and the 
?eirCen?rarRoS^?o''S?rAveJ;ue 233rd Street, the Present 

leLn^Jenue line to Dyre Avenue for any apecifrc proposal 
will be outlined in Chapter IV. 

The line was originally the property of the New York 
Boston and Westchester Railroad. “ 

lono iqi3 at which time a commuter railroad service onetai-c: 

ir?t“?oi’iSi?e flaLs and --•'-'’elle in Westchester to a 
terminal which was located at the present site ^ . 

Corral Harlem River yards in the south Bronx. In 1940 the 

ISf thrn“b^nkrurt «"rk?%o«oi^rnd"Westchester 

using the two local tracks between the E. 190th «reet 
Dvre Avenue stations. During 1954 and 1955 tne a y 

of its then ongoing capital program, made a 

SSi^^P^alns R^d line from the Dyre ^^^e north of E 180th 

Street. The E. 180th Street station on the vhite 

^andoAed and through service Dyre ^enue along the White 

Plains Road Line to Manhattan was initiated in 1 

At the present time, as stated in Chapter II 

NYCTA Number 5 service (Lexington ^venue^Express^^operates 

sc?vlc“is'‘pio?idS''bn5een°i. 180th Street and byre Avenue. 

The portion of the line between E. 180th Street and 
the Penn Central Railroad RO" is at P«sent_^not^used_ 

rnThrvrcIniry-ofT=p5th S«eet north 

f/tfpjSertr-nfsrd fo? aeiivery of .at«ials (primarily 
track ballast) from the Penn Central to the NYCTA. 
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The modifications required to bring the Dyre Line ud 
to "B” Division standards are basically simpler to accomolish 
than for either the Pelham or White Plains Road Lines. There 
are two reasons for this, first the portion south of E. 180th 
Street does not have revenue operations and therefore, any work 
required could be easily managed, second the portion north of 
E. 180th Street is essentially all embankment or open cut 
type construction which lends itself easily for modification 
to "B" Division standards. This work is outlined more 
specifically as follows: 


a. Structural - Architectural 

For approximatley 1000 feet north of E. 174th Street 
the Dyre ROW is on grade therefore, the only modification 
required in this area is the preparation of the roadbed to 
receive the new track work. 

For approximately 1800 feet between E. 177th and E. 
180th Streets the corridor consists of a four track steel 
bent tyoe elevated structure with a concrete deck and ballasted 
track roadbed. The modifications required are that the entire 
concrete deck together with the easterly two track portion of 
the structure should be removed. The remaining westerly two 
track structure can then be upgraded by replacing all deterio¬ 
rated secondary and main steel members and then cleanina and 
painting the entire structure. The structure can then receive 
the new track work which will be NYCTA Type III track (wood 
ties on steel girders) eliminating any future drainage problems 
which the present concrete deck creates on the existing 
structure. It should also be noted that the existing stringers 
are 6’-6" on center while NYCTA standards require 5|-0" on 
center, also cover plates are located at various points on the 
spams which will require shims to bring the new track work uo 
to a common elevation. These conditions should not preclude 
using the structure for Second Avenue Line operations. The 
original design of the structure was based on heavy railroad 
freight operations therefore, there is ample structural strength 
for operating rapid transit rolling stock. 

These modifications would require the removal of the 
NYCTA service track between the Penn Central and White Plains 
Road Line. However, this can be substituted for in Westchester 
Yard as stated in Chapters IV and V. Also new station and 
alionment considerations north and south of these embankment 
and viaduct areas for any of the specific proposals are dis¬ 
cussed in chapter V. 
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The ROW north of E. 180th Street consists of the NYCTA 
Dyre Avenue Line. It is four tracks wide, operations are on 
tL two outside tracks, the two middle tracks having been removed. 
The rolling stock used is of the "A" Division type, therefore, 
as with the Pelham and White Plains Road Lines the existing 
station platforms have to be lengthened by 90 feet and the edges 
have to be cut back 6 inches. 

At Morris Park, Pelham Parkway, Gun Hill Road and _^ 

Baychester Avenue stations the extensions can 5® 
concrete piatforms supported on concrete spread footings, these 
Tan 111 be constructed within the existing ROW easily and with 
minimal interference to the existing operations on the line. At 
the Dyre Avenue terminal the single island platform 
required to be made at the north end to avoid 

Se crossover at the south end of the station. This can be done 
easily by utilizing for support of the longitu 

dinal girders of the existing bridge over 233rd Street. 

Architecturally all the existing station mezzanines 
will be completely refurbished as with the Pelham and White Plains 

Road Lines. 


b. Track 

The existing track work can remain as is. The contact 
rail would require a lateral and vertical adjustment to be 
compatible with "B" Division standards. No track work is required 
to accommodate the platform extensions. 

c. Signals 

The existing wayside signal system will require removal 
and replacement with a cab signaling system. In addition the 
existing wayside signal system will require modification to 
accommodate the platform extensions and for ^ ^ 

wayside and cab systems will be in place until conversion 
Second Avenue Line operations take place. 


d. Power 

Presently on the Dyre Avenue Line north of E. 180th 
Street three substations are in use. This should be sufficient 
forlSy sHond Avenud operations. Between E. 180th and E 174th 
Streets one new substation will be required, since in this area 
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completely new trackage will be added. In addition miscella¬ 
neous power modifications will be required to accommodate the 
platform extensions. 


e. Line Equipment 

At the station platforms and mezzanine areas new 
flourescent lighting will be installed. In addition miscella¬ 
neous line equipment modifications will be required to accomm¬ 
odate the platform extensions. 

In summary the Dyre Line can easily be converted to 
Second Avenue operation and in addition it can be done at 
relatively low cost and with a minimum of impact on existing 
NYCTA operations. 


The Penn-Central Railroad Corridor 


The Penn Central Corridor within the study area that 
can be used for extending the Second Avenue Line consists of 
approximately 29,000 feet of open cut and embankment structure 
from the intersection of Lafayette and Longwood Avenues north 
to the Hutchinson River. Reference to Figure 27, Figure 28, 
and Figure 29 is made. At Hunts Point Avenue and at E. 174th 
Street the connections, stations, transfer facilities and all 
other new construction that may be required to extend the 
Second Avenue Line along this corridor for any specific proposal 
will be outlined in Chapter V. 

The line was designed and constructed in the later 
part of the nineteenth century by the New York, New Haven and 
H 2 u:tford Railroad and subsequently was connected to the Hellgate 
Bridge over the East River. VThen this was completed it made 
possible a direct railroad connection from New England to the 
Pennsylvania Railroad system via the new Pennsylvania Station in 
midtown Manhattan. The basic right-of-way from Longwood Avenue 
to the Hutchinson River in the study area can accommodate six 
tracks, however, at the present time only the four westerly 
tracks are in place, however, the four tracks converge and only 
two tracks continue north over the Hutchinson River. The line 
is completely electrified with an 11,000 volt alternating current 
overhead catenary supported by steel towers spanning across the 
entire width of the six track roadbed and located approximately 
250 feet on center. 
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There are no grade crossings, all local streets pass 
either over or under the line with a clearance of approximately 
18 feet provided. The alignment is of a very high standard. 

The minimum radius being 2,000 feet and «‘axi"'«^^ 9 rade 0.6%. 

However, presently the right-of-way is not in the best condition, 
at various locations it is accessible from local streets, and 
automobile parts, furniture and other miscellaneous refuse is 
located throughout. 

The present railroad operations consist of a long 
distance Amtrak service on the two easterly tracks and ® ^ 

service on the westerly tracks. Penn Central Railroad (The New 
York. New Haven and Hartford Railroad was merged with the Penn 
Central in 1967) officials at several meetings with NYCTA and 
MTA personnel have stated that the westerly most track c^ be 
relinquished to the Transit Authority for Second Avenue Line use. 

S i^on this basis that the utilization of this corridor is made 

attractive and feasible. 

Reference to Figure 30 is made. This section indicates 
the proposed NYCTA tracks and their relation to the existing ew 
SaveS tracks. The existing westerly track will be removed and 
the steel towers supporting the catenary will be cut back an 
swpSrted on a new Slumn between the NYCTA and New Haven trackage. 
The dimensions indicated were established by Transit 
operating departments as their minimum requirements. The 8 t> 
dimension from the westerly New Haven track 

required by the New York State Railroad Law. Again this section 
indicates minimum dimensions, at station approaches and at 
other areas where right-of-way was available greater , 

clearance were used to attain the highest type alignment possible. 

New track, power facilities, line equipment and signals 

in addition to the general construction hi 

areas such as Hunts Point Avenue and E. 174th Street will ^e 
reviewed in Chapter V. All this work is outlined more specifi¬ 
cally as follows: 


a. Structural - Architectural 

The two NYCTA tracks will follow closely the alignment 

of the existing New Haven trackage. at 

alignment will permit speeds between stations of 60 MPH and at 
station approaches 45 MPH. The work required at ground level is 
limltll ?o the preparation of the roadbed to receive the track 
work. At four separate areas bridge construction is required, 
they are the Bronx River, Bronxdale Avenue, Eastchester Road 
and Pelham Parkway. 
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At the Bronx River a new two track bascule bridge is 
required. This is necessary in order to avoid reconstruction 
of the Westchester Avenue bridge, maintain the proper clearances 
between the Transit Authority and the New Haven right-of-way, 
and provide a high standard horizontal alignment for the new 
NYCTA trackage. At the other sites the bridge construction is 
required to accommodate new transit stations and will be described 
subsequently. 

As stated in Chapter II new transit stations will be 
required at White Plains Road, Bronxdale Avenue, Eastchester Road, 
Pelham Parkway and Co-op City to maximize the ridership on this 
line. Their general configuration and private property required 
for construction is summarized as follows: 


White Plains Road 

Reference is made to Figure 31. The station at this 
location will be situated in the railroad cut below White Plains 
and Unionport Road. This is diagonally opposite the southwest 
corner of Parkchester Houses. The configuration is of the two 
track island platform type. Sufficient width is available be¬ 
tween the existing bridge abutments to accommodate the station 
and the three remaining New Haven tracks. A street level control 
house can be provided at the intersection of White Plains Road 
and Unionport Road on one parcel of private property presently 
occupied by a service station. Sufficient area is available to 
provide for an escalator between the control area and the plat¬ 
form. In general the station would be well situated to service 
a large portion of the residents of Parkchester. 


Bronxdale Avenue 

Reference to Figure 31 is made. The station at this 
location will be situated on the railroad embankment north of 
and above Bronxdale Avenue. This is diagonally opposite the 
northwest corner of Parkchester Houses. The configuration is 
of the two track island platform type. The westerly portion of 
the existing Bronxdale Avenue overpass will require reconstruc¬ 
tion to accept the new trackage. A street level control house 
car. be provided under the reconstructed bridge and railroad 
etcankment on the north side of Bronxdale Avenue with an 
escalator between the control area and the platform. The con¬ 
struction of this station requires the taking of 10 private 
croperties, one along Bronxdale Avenue and 9 along Sacket Avenue. 
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It is necessary to place the station platform north of Bronxdale 
Avenue to avoid taking a large supermarket warehouse on a parcel 
of property presently assesed for approximately 2 million 
dollars. In general, as with the White Plains Road station, 
this station would be well situated to service a large portion 
of the residents of Parkchester. 


Eastchester Road 

The station at this location will be situated on the 
railroad embankment north and above Eastchester Road. The con¬ 
figuration is of the two track island platform type. The westerly 
portion of the existing Eastchester Road overpass will require 
reconstruction to accept the new trackage. A street level 
control house can be provided under the reconstructed bridge and 
railroad embankment on the north side of Eastchester Road with an 
escalator between the control area and the platform. There are 
no private properties required to construct this station. 


Pelham Parkway 

The station at this location will be situated in the 
railroad cut below Pelham Parkway. The configuration is of the 
two track island platform type. Two street level control houses 
will be provided, one each north and south of Pelham Parkway 
with stairs and escalators provided to the station platforms. 

The westerly portion of the existing Pelham Parkway bridge will 
require reconstruction to accommodate the new station and track¬ 
age. In addition approximately 600 feet of unused concrete 
abutment along the westerly edge of the railroad right-of-way 
will require removal to accommodate the station. One parcel of 
private property north of Pelham Parkway will require taking in 
partial fee to accommodate the approach alignment to the station. 


Co-op City 

Reference to Figure 32 is made. The station at this 
area will be the terminal for any proposed Transit Authority 
line along the New Haven right-of-way. Sufficient area is 
available to place the station adjacent to the south site of 
Co-op City in the railroad right-of-way south of the Hutchinson 
The station will be of the two track island platform 
configuration. A diamond crossover will be provided at the 
south approach for turning trains from northbound to southbound 
operation. A contf-ol area will be located at the north end of 
the station with access to Erskinq Place. No private properties 
are required for the construction of the station at this location. 
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The complete tabulation of private orooerties required 
for the construction of any specific proposal will be summarized 
in Chapter VI. 


b. Track 


New track will be required for the entire length of 
the line. The new work will be standard Transit Authority Tyoe 
VI, which is the typical ballasted track work used on embankments 
and ooen cuts. No special requirements or conditions are antici¬ 
pated since the railroad alignment is of a high standard in this 
entire corridor. 


c. Signals 

The entire line will require the installation of a new 
cab signaling system, again this can be installed and no special 
requirements or conditions are anticipated. 


d. Power 

Four new substations will be required to provide third 
rail traction power to both the northbound and southbound tracks. 
The substations can be constructed in areas where private property 
is required for the construction of new stations and at other 
areas in the railroad right-of-way where excess width is available. 
No difficulty is anticipated in locating the substations to 
optimise the power distribution on the line. 


e. Line Equipment 

All the necessary line equipment can easily be provided. 
Specifically in between stations, lighting and direct current 
connections are required. At station areas lighting and all 
necessary escalator work is to be provided. All the equipment 
can be installed and no special requirements or conditions are 
anticipated. 
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IV. ALTERNATE CAR STORAGE AND 


MAINTENANCE FACILITIES CONSIDERED 


Introduction 


The new Second Avenue Subway in Mcinhattan and its 
extensions in the Northeast Bronx will require storage and 
maintenance facilities to acconunodate the rolling stock to be 
used on the line. In order to maximize operations it is re¬ 
quired that these facilities be located on large vacamt areas 
adjacent to the new line. This one single requirement eliminates 
the Borough of Memhattan from 2 my further consideration as a 
possible location for these facilities. The South Bronx, al¬ 
though it provides several promising sites such as the Harlem 
River and Oak Point Yards of the Penn Central Railroad, would 
have to be ruled out because placing these facilities there 
would result in excessive non revenue car mileage due to the 
fact that all of the possible terminals of the new line (239th 
St, Dyre Avenue, Co-op City, Pelham Bay Park) are located at 
a relatively large distance (approximately 8 miles) from these 
areas. 


In summarizing the above considerations it can be 
concluded tiiat the requirements for storage and maintenance 
facilities of the entire Second Avenue Line would have to be 
incorporated into the scope of this feasibility study, since 
the only suitable areas for providing for these facilities 
are located in the Northeast Bronx. In addition they should 
be located and placed in areas where they do not adveresly 
affect existing Transit Authority facilities and operations 
and where the impact on the surrounding community will be a 
Minim van. 


Analysis of Requirements 


As stated in Chapter II two services will originate 
in the Bronx cuid operate on the Second Avenue Line in Manhattan. 
Tne/ have been designated by the letters Y and N. Under all 
proposals the N service will operate from Dyre Avenue and 
I33rd Street down Second Avenue across the E. 63rd Street Line 
sd on to the existing Broadway Line at 57th Street and 7th 
A^aae. The Y service depeding on the proposal being considered 
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will originate from either 241st Street and White Plains 
Road, Co-op City or Pelham Bay Park, down Second Avenue to 
V^hitehall Street in Manhattan. 

For the service the additional operating distance 
will be approximately 12 route miles or 24 track miles, also 
it is anticipated that the existing rolling stock of the 
service South of 57th Street and 7th Avenue will continue to 
be stored and serviced at Coney Island Yard in Brooklyn. 
Therefore, it is the additional rolling stock Worth of 57th 
Street that will require new facilities in the Northeast 
Bronx. For the completely new Y service the distance from 
^'^hitehall Street to any of the possible terminals in the 
Northeast Bronx is approximately 16 route miles or 32 track 
miles. For this service it is required that all the rolling 
stock be stored and serviced in the Northeast Bronx. 

Reference is made to Figure 33. Based on the eibove 
mileage and the additional following criteria, 

a. Four minute peak hour headway for each service 

b. Twenty minute "owl" headway for each service 

c. Eight car R-44 type trains 

d. Twenty miles per hour average speed 

e. Three relay trains per service 

f. Ten percent spare factor for each service 

the N service requires 25 new 8 car trains and 17 overnight 
storage tracks and the Y service 30 new 8 car trains and 21 
overnight storage tracks. 

In addition to overiiight storage each service will 
require separate inspection tracks. Inspections are scheduled 
for eacn train on a monthly basis. With a rate of one train 
per track per day and allowance for some additional capacity, 
two tracks will be required at each storage location for each 
of the two services. 

Major overhaul facilities are not planned for the 
Nortlieast Bronx. It is anticipated that the new rolling 
stock for the Y emd N service will be overhauled at the 
Coney Island Shops or in a possible new facility in Siinnyside 
Yard in the Borough of Queens. 
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In addition to the basic trackage listed a new storage 
yard would require the following ancillary facilities which 
would have to be provided to ensure efficient operations and 
use: 


a. Signal Tower and Crew Quarters 

A building of approximately 15»000 square feet in 
floor area with three levels, the topmost level being the 
control room. Preferably the control room should provide good 
visibility of the entire yard and lead tracks. 


b. Power Substation 

A building approximately 90 feet by 40 feet in plan 
and 30 feet in height to house power rectifying equipment. 
Preferably the building should be located to minimize duct 
runs and optimize the distribution of power to all new yard 
trackage. 


c. Lead Tracks 

Two tracks connecting the yard with the main line 
are a minimum requirement. At the entreince to the yard a 
diamond crossover is required. The vertical and horizontal 
alignment of the lead tracks is set at a minimuia of 15 MPH. 


d. Inspection Shop 

A building approximately 650 feet by 40 feet in plan 
and 18 feet clear height from base of rail to underside of 
roof supports. The building will house two inspection tracks 
at 20 feet on center. For 610 feet each track will be con- 
stxucted separately on posts in a 4 foot deep pit approxiinately 
10 feet wide. Vehicular access will be provided to one side 
of the ouilding from local streets for delivery of materials 
and the carting away of refuse. 

All the requirements listed for the new facilities 
are based on the preliminary information developed for this 
feasibility study. The final requirements will be based on 
iebailed train schedules euid comprehensive analysis during 

engineering design phase of the proposal finally selected. 
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Sit es considered 

Taken In total the. requirements as Pf ^n®'' 

would have to occupy form a well functioning 

rafltrra^l K^^tiSanle J-iUty. The^°U°-^P| foSSf?- 

^"e Se “:fru!‘ta?n"?orSnn^:fat?oras possible sites lor 
the facilities: 

a The easterly portion of the NYCTA Westchester 
?a?d ?n the'^viclnlty of Waters Place and 
Westchester Avenue. 

b The American Cystoscope Property east of Bassett 
IvlnTln the vicinity of Seminole Street. 

c The portion of Pelham Bay Park 

Lw Lven RR, Bruckner Expressway, Shore Road 

and the Hutchinson River. 

"• "‘'^rsKSs'Sf" ciiy ^sieS S'tSrsL""" 

Kqi^r^ruSayf Baltow Lenue and Hutchinson 
River Parkway. 

e. The presently vacant area at the 

Sund^and Southbound operating tracks. 

Bissel Avenue. 

Tha basic configuration and the particular features 
and details of each area are as follows. 


Westche ster Yard 

Westchester Yard JycTA^Pelh^Line between 

section of the Bronx adjacent to the WYCTA 
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hj« Square and Middletown Road stations. The Yard 

has an area of approximately 30 acres and the entire number 
(Lexington Avenue Local) is stored and serviced 
4^ -’so foSt^iRT^r^^®^^ storage capacity exists for 

auditional layup capacity of 40 cars. An externS c^r wSher 
IS located at the south end together with a loop track which 

storage areas. Also at the south 

«nn^hi provided to both the northbound and 

southbound tracks of the Pelham Line. 

The remaining 10 acres east of the car washer loop 
track are occupied by the NYCTA Maintenance of Way Department 
and IS utilized for storage of track materials and by a large 
work area where prefabricated track panels are constructed.^ 

, Reference to Figure 34 is made. Twenty new storaqe 
provided between the existing car washer track 
and the westerly ouilding line of Waters Place. A new 2 
track inspection shop can bo provided at two alternate 

t?acki°^tA*»°2LS®5''®^" washer track and existing lead 

tracks, the second adjacent to and west of the existing in¬ 
spection shop. Ample area is also available for a Signal 

S^station building between the existing loop track 
and Waters Place south of Eastchester Road. Vehicular access 

if either from Waters Place, Eastchester Road or 

Westchester Avenue. 

Lead tracks can be provided either to the Penn- 
Central ROW via subway under Waters Place or a direct con¬ 
nection can be made to the existing loop tracks south of 
Eastchester Road which would provide the new facilities access 
to the existing yard lead tracks and to the Pelham Bay Park 

The existing car storage and maintenance operations 
would not be affected under any of these proposals, however 
the maintenance of way track paneling facilities would have 
to be relocated if ^y of these proposals were implemented. 

A possible alternative is the construction of an elevated 
concrete deck for the new facilities over the present main- 
tenant of way facilities. This was investigated and found 
feasible, however lead tracks could only be provided to the 
two Pelham Bay Line Local tracks in the northerly direction 
and the entire facility would cost approximately $37 million 
TOre than any possible on grade scheme. An incidental 
oenefit is that a deck provides the maintenance of way work 
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area protection froir the elements and therefore increases 
the amount of time during the year that it is in use. 

An additional improvement which can bo made for 
approximately $2.0 million is the construction, in subway, 
of a track connection to an existing I'lew Haven RR spur track 
north of Waters Place. This would greatly facilitate the 
delivery of equipment and materials from the Penn-Central RR 
to the yard. 


The Ame riccUi Cysto scope Property 


East of the NH ROW between Pelhcun Parkway and 
Eastchester Road a parcel of private property (Block 4226 
Lot 5) was considered as a possible location for new storage 
and maintenance facilities. The property is approximately 
12 acres in plan area auid is owned by The American Cystoscope 
Company a manufacturer of medical instruments. On the 
property a large two story building approximately 300,000 
square feet in plan area is located. 

Reference to Figure 34 is made. Between the New 
Haven RR and the easterly building line of the property 18 
new storage tracks and a new 2 track inspection shed can be 
provided. With this scheme it would be required to demolish 
the existing building. Sufficient area would remain at the 
nortli end of the property for a new Signal Tower and Substation. 
Vehicular access would be via the existing private TUnerican 
Cystoscope roadway from Eastchester Road. 

Two yard lead tracks could be provided under and 
across Pelheim Parkway and the New Haven RR and then back on 
grade adjacent to the RR ROW in the vicinity of the Hutchinson 
River Parkway. 

The lead tracks can then be interconnected with einy 
proposed TA trackage along the west side of the New Haven RR 
ROW. 


It does not appear feasible to accommodate a yard 
and lead track configuration different from that just 
described, however if given this arraingement the resulting 
facility would be optimiam in combination with any proposal 
utilizing the Penn-Central ROW for extending the Second 
Avenue Line in the Northeast Bronx. 


« 
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Pelham Bay Park. 


North of the Bruckner Expressway between the NH 
ROW, Shore Road and Eastchester Creek a portion of Pelheun 

is suitable for additional storage and maintenance 
facilities. The area is approximately 30 acres of which 
only some 10 acres would be required. The elevation of the 
property is near sea level and it can be classified as 
wetland” however, it has neither vehicular or pedestrian 
access and presently is littered throughout with abandoned 
automobile parts and other miscellaneous refuse. 

Reference to Figure 35 is made. Adjacent to and 
east of the New Haven 20 storage tracks together with a 2 
track inspection building cem be provided. South of the 
storage area a Signal Tower and Substation building can be 
provided. Vehicular access would be north of the storage 
area via a new roadway connecting to the southbound lanes of 
Shore Road. The entire area would require approximately 10 
feet of fill to bring it up to the elevation of the adjacent 
New Haven trackage. Additionally the side slopes of the 
embankment will require heavy rip-rapping to secure it from 
the tidal effects of Pelham Bay. 

Two lead tracks cem be provided under and across the 
Bruckner Expressway and the New Haven RR to any proposed new 
Transit Authority trackage along the New Haven ROW. In 
addition a switchback track can be provided south of Bruckner 
Expressway for access to euid from any proposed terminal 
station (Co-op City), located north of the Bruckner Expressway. 


Co-op City 


^ A large tract of vacant land exists between the North 

and South sites of Co-op City. The property is privately 
owned eUid was set aside for commercial development after the 
construction of the residential portions of Co-op City. 

The property is triangular in shape, approximately 
50 acres in plan area, and is bounded on three sides by 
Baychester Avenue on the west, Bartow Avenue on the north amd 
the Hutchinson River Parkway on the east. 













Refsrsnce to Figure 36 is made. When all tne factors 
are taken into consideration such as the location of the 
property in relation to Co-op City and the New Haven RR ROW, 
the requirement for a terminal station in the area and the 
total requirements of a storage and maintenance facility, 
the most advantageous arrangement for utilizing the property 
is as follows. 


To properly utilize this area any Transit Authority 
main line trackage along the New Haven would have to be 
diverted in‘subway under the New England Thruway and Hutchinson 
River Parkway then back up on grade extending and ending with 
a new terminal station adjacent to Bartow Avenue. 


On either side of the station 20 storage tracks and 
a 2 track inspection building would be provided. South of 
the storage area a Signal Tower cind Substation building could 
be constructed. Also south of the storage area two switctoack 
tracks adjacent to and interconnected with the main line tracks 
would be provided and for added flexibility of operations they 
could be connected north of the storage area by a loop track 
under a proposed station control house fronting Bartow Avenue. 
Vehicular access could be provided from either Baychester 
Avenue, Hutchinson River Parkway or Bartow Avenue. 

This proposal is unique in that no new lead tracks 
are required because the main line trackage would function 
both as operating amd as lead tracks. Also the storage tracks, 
inspection tracks and new terminal station would be located 
very close together and be well interconnected for a flexible 
and efficient transit operation. 


Pyr e Avenue ROW 


Reference is made to Figure 39. North of Gun Hill 
Road station between the operating tracks of the NYCTA Pyre 
Avenue Line sufficient area is available for two new tracks 
of sufficient length to provide storage for 18 trains. Tne 
new tracks would begin immediately north of Gun Hill Road and 
extend north for approximately 5000 feet and connect to two 
eSSinq storage tracks in the vicinity of Hunter Avenue. 

The existing trackage and diamond crossovers south of the Dyre 
Avenue Terminal Station would be retained and incorporated 
into the new storage scheme. 


% 
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At two locations along the storage area single 
crossovers will be required between the storage tracks and 
operating tracks. This will subdivide the storage tracks 

six, 3 train pocket lengths allowing for flexibility in 
operations and isolation of any bad order train to a single 
pocket. (See Figure 40). 


North of the terminal two tracks can be provided at 
20 feet on center for a sufficient length to provide a suita¬ 
ble inspection shop. This can be accomplished totally within 
the existing ROW. A Signal Tower and Substation building can 
PJ^ovided adjacent to the shop however, one parcel of private 
property. Block 4971 Lot 50, will be required. This property 
is presently vacant and its taking would not require the relo¬ 
cation of residents or commercial establishments. Vehicular 
access to the Substation, Signal Tower and Inspection Shoo 
would be via 233rd Street and Merritt Avenue. 


E. 239th Street Yard 


The E. 239th Street Yard is located in the Wakefield 
section of the Bronx adjacent to the NYCTA White Plains Road 
Line between E. 241st Street and E. 238th Street stations. The 
yard has an area of approximately 25 acres. Presently the 
number 2 service (7th Avenue Express) and the number 5 service 
(Lexington Avenue Express) are stored there. On the westerly 
portion of the yard storage capacity exists for 500-50 foot IRT 
type cars and an inspection barn with an additional layup 
capacity for 80 cars. Lead tracks are located around the peri¬ 
phery of the yard and connect to the White Plains Road Line in 
the vicinity of E. 239th Street. At the southeast end of the 
yard an external car washer is located which is connected to the 
lead tracks. 

A relatively large area between the storage and loop 
tracks exists and is presently being utilized as a temporary 
depository for retired NYCTA surface transit vehicles. 

Reference to Figure 37 is made. The existing storage 
area can be modified to provide for 20 new storage tracks each 
accommodating one 8 car 600 foot length train. The existing 
inspectfion barn can be extended approximately 60 feet in the 
northerly direction together with internal modifications to 
orovide new inspection facilities. The existing lead tracks 
amd external car washer can remain essentially intact and be 
incorporated into the new yard facilities. 
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Between tne lead and storaye tracks ample area exists for 
a new Substation and Signal Tower. Vehicular access to the 
yard would be via 241st St. 

A possible alternative is the construction of an 
elevated concrete decJc for the new facilities over the existing 
yard. This can be accomplished with a single ended Y type yard 
arrangement set in an east-west direction with lead tracks con¬ 
necting to the tVhite Plains Road Line south of the E. 241st 
station. This scheme would have the advantage of permitting 
the existing yard to reruain an IRT facility# however it would 
cost approximately $42 million more than any equivalent on 
grade facility. 

An additional imorovement which can be made in 
conjunction witli the utilization of the 239th St. yard is the 
construction of new IRT storage at E. ISOtn St. Reference to 
Figure 38 is made. i:4orth of tlie Bronx River Parkway, entirely 
on Transit Authority property, between the Dyre Avenue Line 
and the White Plains Road Line it is possible by constructing 
new tracks and utilizing existing tracks to provide storage 
for 80 IRT type cars. This would offset in part the loss of 
IRT Storage at 239th St. The cost of this would be minimal, 
approximately $5 million, since all the construction would be 
on grade and on Transit Authority property. 


S ummary of Proposals 


In sumiaarizing tne storage proposals in the Worth- 
east Bronx it appears that they fall into two basic catagories. 
The first is those proposals requiring large parcels of private 
or park property and the second is those proposals which re¬ 
quire existing Transit Authority property with subsequent 
significant impact on existing Transit facilities. 


It can also be stated that utilizing all the al¬ 
ternatives considered in this Chapter it is possible to 
provide storage and maintenance facilities for any proposal of 
extending tie Second Avenue Line in the Northeast Bronx. 


The specific configuration of storage and maintenance 
chemes required for any alternative, will be outlinea in 
hapter V. The evaluation, analysis, discussion of merits and 
eficiencies of each will be made in Chapter VII. 
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V. ALTERNATE PROPOSALS STUDIED 


Introduction 


The four transit corridors considered in Chapter 
III and the alternate car storage emd maintenance areas 
outlined in Chapter IV are all indicated diagranunatically on 
Figure 39. These corridors and areas Cein be combined and 
utilized in numerous ways for extending the Second Avenue 
Line into the Northeast Bronx. However, for many reasons, 
which will subsequently be enumerated, the following three 
proposals were selected for detailed study and evaluation. 

1. A proposal which will extend the new line along 
the Penn Central right-of-way to E. 174th Street, 
then extending north along the abandoned Boston 
emd Westchester railroad right-of-way to E. 

180th Street, where a connection is made to 
both the Dyre Avenue emd White Plains Road Lines. 
With this proposal, car storage and maintenance 
facilities will be provided at 239th Street yard 
and at the north end of the Dyre Avenue Line 
right-of-way. Reference to Figure 40, is made. 

2. A proposal which will extend the new line along 
the Penn Central right-of-way to E. 174th Street, 
then extending north along the abandoned Boston 
and Westchester railroad right-of-way to E. 180th 
Street where a connection is made to the Dyre 
Avenue Line. In addition, in the vicinity of 
Longwood Avenue, two tracks diverge and extend 

in subway under Bruckner Boulevard to the 
vicinity of Aldous Street where a connection is 
made to the Pelham Bay Park Line. With this 
proposal car storage and maintenance‘facilities 
will be provided at Westchester Yard and at the 
north end of the Dyre Avenue Line right-of-way. 
Reference to Figure 41, is made. 

3. A proposal which will extend the new line along 
the Penn Central right-of-way to a point south 
of the Hutchinson River adjacent to the south 
site of Co-op city. In addition in the vicinity 
of E. 174th Street two tracks diverge, then ex¬ 
tend north along the abandoned Boston and West¬ 
chester railroad right-of-way to E. 180th Street 
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where a connection is made to the Dyre Avenue 
Line. With this proposal car storage and 
roainteneince facilities will be provided at 
Westchester Yard and at the north end of the 
Dyre Avenue Line right-of-way. Reference to 
Figure 42, is made. 

It can be seen that all three proposals selected 
for detail study have the following basic feature in common; 

The Second Avenue Line is extended into the fJorth- 
east Bronx and then diverges into two branches. 

This is a direct consequence of the requirement that 
two services operate on the Second Avenue Line. To*carry 
both services into the Northeast Bronx, on either one branch 
or more than two branches would not be either efficient nor 
practical. In the first case, if only one branch were used 
the resulting operations would create an overcapacity and 
would restrict access to a relatively narrow corridor and in 
addition adequate and efficient car storage eind maintenance 
facilities could not be provided. In the second case, if 
tnree or more branches were used the resulting operations 
would have excessive meshings which would result in a 
significant reduction in capacity, also at the southerly 
terminals of the line riders would be confused since trains 
designated by the same service letter (Y or N) could have 
two or more different northerly terminals. 

As outlined in Chapter III the Dyre corridor has 
numerous advantages in being utilized for Second Avenue Line 
operations. First the vertical and horizontal alignment is 
of a very high standard; second, the required modifications 
can be made easily since the entire line is either open cut 
or embankment type construction; third, cunple area is 
available between the operating tracks for new car storage 
and maintencuice facilities at the north end of the line 
and fourth, the utilization of this line would have the 
least impact on existing Transit Authority facilities and 
operations. 

With these two conditions established (two bremches 
required in Northeast Bronx and Dyre corridor to be utilized 
in all proposals) the three plans outlined are the only 
possible ed.ternates for extending the new Second Avenue Line 
into the Northeast Bronx. The new construction at Hunts 
Point Avenue, E. 174th Street and E. 180th Street together 
with the appropriate car storage and maintencuice facilities 
and all additional work required for either the White Plains- 
Dyre emd Penn-Central Dyre proposals will be more specifically 
outlined as follows. 
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White Plains - Pyre Proposal 


proposal con?Xts“SfLteXo'?h.“? 

Boston and Westchester^'^White Central 

Lines to implement thic r»s. ^ Plains Road and Dyre Avenue 

III. Special work is reqJ??irat^Hu^L°S-Chapter 
and E. 180th Street to inteaJft^^h^^ Poxnt Avenue, E. 1741] 
the existing facilities!" in JJdi construction with 

maintenance facilities are rem storage and 

tional. These items will be opera- 

follows. ^ outlined and described as 


a. Hunts Point Avenue 

Keterence to Figure 43, is made. This is necessary to 

Avenue for passengers entering the 
elham Bay Park Line north of Hunts Point Avenue and access 
to Lexington Avenue for passengers entering the Second 
Avenue Line north of E..172nd Street. 

Two separate schemes were studied for providina 

involves diverting the new line 
railroad right-of-way at approximately Tiffany 
Street and constructing the station along Bruckner Boulevard 

Faile Streets, then diverting 
railroad cut at approximately Lona- 
ellow Avenue. The second involves continuing the new 

railroad cut and providing a station also 
in the railroad cut between Hunts Point Avenue and Faile 
S w Jr661 • 


\ 


The first scheme has the advantage of brinqinq the 
new station very close to the existing and thus allowing 
for the construction of common entrances, controls and 


I 

I 
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transfer facilities. However, it would cost approximately 
$37 million more than the second scheme and in addition its 
construction would require massive underpining of the Bruckner 
elevated expressway between Tiffemy Street and Longfellow 
Avenue. Because of this high cost and the severe impact 
the construction would have on the surrounding area this 
plan cannot be justified. 

The station in the railroad right-of-way is re¬ 
commended and made part of the White Plains-Dyre Proposal. 
Reference to Figure 43, and Figure 44, is made. The new 
station in the railroad cut is of the two track island .con¬ 
figuration type. Sufficient width exists for the proper 
lateral clearances to be provided between the Tramsit 
Authority facilities and the existing Penn Central trackage 
after tlie removal of the westerly Penn Central track as out¬ 
lined in Chapter III. A new control house can be provided 
for revenue passengers at the street level, however this 
will require the removal of three business establishments 
utilizing the existing structure, which was a former rail¬ 
road control house, and is now leased by the Penn Central 
for commercial purposes. 

A new subway passage ceui be provided for treuisfering 
passengers. At the new station it will be located below the 
new control house with separate stairs euad escalators to the 
station platform thus completely segregating the revenue euid 
transfering passengers. At the existing underground control 
area located below the pedestrian island between £. 163rd 
Street and Hunts Point Avenue, rearrangement and replacement 
of existing controls will be required to accommodate the new 
passageway, this can be provided for without euiy difficulty. 

The proposed passageway will be approximately 350 
feet long, however it will have a straight alignment and 
only a slight differnece in elevation between its ends. If 
made sufficiently wide and given good architectural treatment 
it should not deter transfers between the two lines. 
Precendent for this does exist on the system with cm existing 
passageway of approximately equal length between the Flushing 
and Sixth Avenue Lines. From the date of its opening in 
August 1971, it has been well accepted by the public and at 
the present it is very heavily used. 
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The^^^ °i®arances one°pa?^^?^°^ in order^t^^ diverge to 
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utilizifg^fhe^two^^”*^®"®^^®"®^©* and converge then 
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tha Penn Centraland'’w*“"®"'= “111 b"?hr'^® * of tMs 

®nd E. 180th Str^ol:* new cons^-^,,-!?- "^°^P®rate the 

greatly facilitate* +-h second reason -• ^°\i^®^''een E. 174 th 

«r“t«in”Sr''„1r «ea"ch“es^“'?|«” Va’d" "IJSlo^e“"‘“ 

P-«lns operatlen'oTho^n^ t^““«h^^“^^i?--eran^“^;l”-“ 

Plains and Pelham Lines. 
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c. East 180th Street 


At this location a ne»v station is proposed for the 
Second Avenue Line with passenger transfer facilities to be 
provided with the existing White Plains Road Line station. 
Reference to Figure 46 is made. This is necessary to provide 
access to Seventh Avenue cind Lexington Avenue Lines for 
passengers entering the system on the White Plains Road and 
Dyre Lines north of E. 180th Street and vice-a-versa. The 
existing operations on the White Plains Road Line will 
terminate at E. 180tli Street and all operations on the Dyre 
and VJhite Plains Road Lines north of E. 180th Street will be 
diverted to Second Avenue. 

The new station will have a three track two island 
platform configuration, this is necessary to facilitate the 
meshing of the services from './hite Plains and Dyre Avenue. 

The middle track will operate southbound in the morning and 
northbound in tlie evening. Reference to Figure-47, is made. 

The station will be located in the area presently occupied by 
the abandoned iioston and Westchester Railroad station. The 
new platforms will each be 615 feet long replacing the exist¬ 
ing platforms which are 480 feet long. The new platforms 
will be approximately 28 feet wide, about 8 feet wider than 
the existing. This can be accomplished since the new plat- 
forras can be widened toward the middle pocket to accommodate 
the one new track which replaces the two track middle pocket 
presently there. The wider platforms will allow for wide 
escalators and stairs to be provided from the new me 2 z^u^ine 
level below. Access to the new station will be from both 
E. 180th Street and Morris Park Avenue. In addition the 
existing passageway between tlie new station and the E. 180th 
Street station of the Ifhite Plains Road Line will be re¬ 
furbished and upgraded to provide the necessary passenger 
transfer facilities. 

South of the station approximately 450 feet of the 
existing steel viaduct will require modification to accommo¬ 
date the approach alignment. The center track can be connected 
to the two mainline tracks with number 10 turnouts and the 
mainline tracks can converge from 78 feet on center in the 
station area to 13 feet on center within the 450 foot re¬ 
constructed viaduct area. 
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North of the station the two mainline tracks can be 
expanded to four, two of which connect to the White Plains 
Road Line and two to the Dyre Avenue Line. This can all be 
accomplished within Transit Authority property between 
Morris Park Avenue amd Bronx Park. The alignment avoids 
interference with the columns of the elevated Bronx River 
Parkway which crosses the area. The southbound auid northbound 
track connections of the Dyre Avenue Line to the V/hite Plains 
Road Line require removal which then allows the Second Avenue 
Line tracks to be connected to the Dyre Avenue Line on grade. 
The northbound and southbound local tracks of the White Plains 
Road Line are stub ended approximately 1800 feet north of 
E. 180th Streetf which then allows the Second Avenue Line 
southbound track to be carried over the White Plains Road 
express track aind connect to tlie southbound White Plains 
Road local track south of the Birchall Avenue station. The 
Second Avenue Line northbound track has to be carried over 
the Dyre Avenue southbound track and then can be connected to 
tae White Plains northbound track also south of the Birchall 
Avenue station. 

The alignment thus developed eliminates grade 
crossings, all tracks are grade separated and the existing 
Wiiite Plains Road express track is m 2 u.ntained before emd 
after the new construction. The new connections will allow 
for approximately 15 to 20 mile per hour operations, the two 
restrictions which primarily account for this, are the number 
8 turnouts required north of the new E. 180th Street station 
and the 3.5% grades needed on certain tracks to make the re¬ 
quired connections. This should not be a restriction on 
providing the 15 train peak hour service on both lines, the 
wiae platforms and three train pockets at the new E. 180th 
Street station should reduce dwell time of trains sufficiently 
to more than compensate for the lower operating speed in tlie 
flexing area. 


As stated in Chapter IV new additional IRT train 
storage can be provided between all the new trackage described, 
and all within the existing limits of Transit Authority 
property. In addition the existing Maintenance of Way Union- 
port steel shop facility will not be interfered with by the 
new construction. 


u. Car Storage and Maintenauice Facilities 

The only suitable car storage and maintenance 
facilities for the White Plains-Dyre proposal are the 239th 
Street yard and the north end of the Dyre Avenue Line right- 
of-way. These facilities are outlined in Chapter IV. 


I 
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the remaining alternates are all too distant 
Whit.e Plains or Dyre Lines to be utilized in 
■pjierefore / tiiese two storage and maintenance 
included and made an intergral and necessary 
White Plains-Dyre plan. 


from either the 
this proposal, 
schemes are 
part of the 


The resulting loss of 239th Street yard to the A 
Division will require additional facilities to be made 
available. This can be provided at E. 180th Street where as 
previously described new storage tracks which 
8 full length A Division trains can be constructed. Also t 
existing E. 180th Street inspection shop can be modified ^d 
upgraded to be used by the A Division to compensate ^ 

lols of the shop at 239th Street. Therefore, these additional 
facilities are also included and made an integral and 
necessary part of the White Plains-Dyre plan. 

The existing express track north and south of E. 

180th Street on the White Plains Road Line can also be 
utilized by the A Division for storage. Since there wil 
no Lpress service between 149th and 180^ Streets the entire 
length of the express track can be used for ^^y^p ,qq^ 

Division trains . As Previously described norg of E. 180th 

street the Second Avenue connection to the White Plains 
load Line will be made without interference to the existing 
expfeit traikT Therefore, it can be proposed ti.at between 

b; iuSsef fo^ A Division storage. 

and E. 241st Street it is necessary for the track to 
used oy Second Avenue Line trains for layup and as a drill 
track for entrance and egress from 239th Street yard. 
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i?elhain 


- Pyre Pro posal 


proposal consists of Ltendiia u introduction this 

the Penn Central Railroad riaht^nf Second Avenue Line along 
then north along the 174th Street ^ 

road right-of-wly^o e? 180?h S^^ee^ Westchester rail- 
made to the Dyre Avenue Lin.a Street where a connection is 
of Longwood Avenue two tracks diwovicinity 
under Bruckner Boulevard to tho extend in subway 

where a connection ir^ad^ to ^hl o^v^^ Street 

tracks. th® Pelnam Bay Park Line local 




Boston and WestchesJlr C* 

implement this propoJIi to 

work is required at Hunts pSnt Chapter III. Special 

E. 180th Street to inteoLto ^^^^h Street and 

existing facilities in addi^^^ construction with the 

tenance faciliiler^re requirerjo^mr.^^^L'^^f^^^ 

These items will be outlined and des^ibe^%f 
Hunts Point Avenue 

the study area, it is^requirld^that^^^rl^k'^^H^^"® enters 
connect to the Pelham Bay Park Lin^ ^ tracks diverge and 
station is required with^«-ranof^^”^* • addition a new 

express subway station of the Pelham^^r existing 

Figure-48, is made Th?f Eeliiam Line. Reference to 

Lexington Avenue for Pelhaii ridS?^^''^ provide access to 
Of Hunts Point Avenge si!?- "o^th 

Pelham service will terminate at th^^J proposal the present 
Avenue station. "terminate at the existing Hunts Point 


new ilLSg P>^°''i«ng the 

The first involves diJertina ?JJo Pelham Line. 

Bruckner Boulevard, Drovidinrr ^ tracks in subway under 
of the existing Hmts pSni fw station in the vicinity 

to the Pelham Line in subwav^iS"?L^^^^^°"' connecting 

The second involves providina ^ vicinity of Aldous Street, 
cut below Hunts PoLrAvenie^ th^r railroad 

diverting two track^in ^rf^i north of the station 
the New Haven Railroad and i-ho ®°”struction over and across 

to the Pelham Line along Westchefte^ A^In^' connecting 
Elder Avenue station. ^ ‘^'estchester Avenue south of the 










The aerial scheme after careful review cannot he 
recohunended for the following reasons. In crossing over 
the Bronx River the new southbound track would have to be 
carried over tne existing Pelham express track (this is 
necessary since under this proposal the track will be con~ 
verted to a yard lead for the A Division from Hunts Point 
Avenue to Westchester Yard) and the resulting structure 
would oe some bO feet above the street surface requiring 
tower construction, new columns in the street bed of 
Westchester Avenue ana air rights over existing private 
property. In addition the resulting vertical alignment would 
require grades in excess of 3% for long distances. Finally 
the resulting structure would be costly, environ;nentally un¬ 
suitable and unacceptable to the surrounding community. 

The suoway connecting scheme as indicated on Figure 
48, and Figure 49, is recommended. The flexing required for 
this connection oegins at Longwood Avenue by depressing tlie 
nortiibound uyre track and passing the northbound Pelham 
connecting track under the southbound Dyre track. Number 
10 turnouts are used allowing a 20 MPH operation. The two 
connecting tracks continue in subway under Bruckner Boulevard 
and extend into the station area between Barretto Street and 
Hunts Point Avenue. The new station is of the island plat¬ 
form configuration 615 feet long with entrances, controls 
and mezzanine located below Hunts Point Avenue and inter¬ 
connected with the existing Hunts Point Avenue station control 
area. Wortn of the station area the two tracks extend and 
connect to the Pelham Line local tracks in tlie vicinity of 
Aldous Street with the southbound track requiring to pass 
under the Pelham Line north of the station area at E. 163rd 
Street. Reference to Figure 50, is made. The subway work 
required in this area is typical WYCTA jack-arch construction. 
The only variation occuring under the Bruckner Expressway 
where approximately 10 columns would require underpining to 
accommodate the new work. 

b. East 174th Street 

At this location the recommendation for the Pelham 
Dyre proposal is identical with the White Plains-pyre proposal. 
A new station together with the removal of the Maintenance o 
Way service track emd its replacement under Waters Place 
is required. 
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c. East 180th Street 


;t“: K.1": “™s ;= s-£fs“Ei‘S“ f ?" 
“.a:v“K:s '" 

Raiiroad statLn?°“ThJ‘^neJ platlSm'^Slll “^615 

iongf^JL^wlster^fplatlo^®''^'' “ <80 fe!t 

scat, if E 180 th ^.better apjroaoh alignment 

bis r TaJS Qi-''® 1*^ upgraded, access will be from 

hotn E. 180th Street and Morris Park Avenue. 

westerlv falignment follows the two 
lith fh« and Westchester Railroad. As 

tS Plains Dyre proposal it is recommendlr^haSthe 

ina tracks of the viaduct be removed and the remain¬ 

ing structure upgraded and refurbished as previously outlined. 

Transit station area the two tracks extend along 

property and connect to the Dyre Line in 
WhitJ Mietoyst Street. The connections to the 

!I?i? Road Line are to be removed since all Dyre trains 

will operate on the Second Avenue Line. All this wo^k nIrS 
D 6 Station can be accommodate in between the White Plain*? 
^ad Line and the Unionport Shop without Zy interferlnc^ ir 
modifications required to the eSisUng facilitJll! “ 






d. Car Storage and Maintenance Facilities 

The only suitable car storage and maintenance 
facilities for the Pelhaun-Dyre proposal are Westchester Yard 
and the north end of the Dyre Avenue Line right-of-way. 

These facilities are outlined in Chapter IV, the remaining 
alternates are all too distant from either the Pelham or Dyre 
Lines to be utilized in this proposal. Therefore, these two 
storage and maintenance schemes are included eind made an 
integral and necessary peirt of the Pelham Dyre plan. 

% 

The resulting loss of Westchester Yard to the 
Maintenance of Way Department will require the dispersal of 
the present track paneling facility to Jerome Avenue, 239th 
Street emd E. 180th Street yards. Presently there is no one 
suitable area in the northeast Bronx where this facility cam 
be relocated in its entirety. 

The existing express track south of Hunts Point 
Avenue can be utilized by the A Division for storage. This 
is made possible by the fact that there will be no express 
service on the Pelhaun Line between Hunts Point Avenue and E. 
138th Street under this proposal. The express track north 
of Hunts Point Avenue up to Westchester Yard will be utilized 
by the A Division for access to Westchester Yard. Its 
present wayside signal system in two directions will be main¬ 
tained, in addition cab signaling will be installed in two 
directions making the track usable by Second Avenue Line 
trains during emergencies. Between Westchester Yard and 
Pelham Bay Park the express track will be used for layup of 
Second Avenue Line trains, this will facilitate terminal 
operations and access to Westchester Yard. 
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Penn Central - Pyre Proposal 

ornnn«.i Pfe^iously described in the introduction this 

the p|Sn Second Avenue Line along 

the nSchinQ^^ ^ right-of-way to a point south of 

the Hutchinson River adjacent to the south site of Co-op 

addition, in the vicinity of E. 174th Street two 
diverge, then extend north along the abandoned Boston 
^d Westchester Railroad right-of-way ?o E. 180th S^ree? 
where a connection is made to the Dyre Avenue Line. 

n.. .. P.®, construction required along the Penn Central 

Dosal^iJ^^^tchester and Dyre Line to implement this pro- ' 
?? I as outlined in Chapter III. Special work is required 

outlined 

a. Hunts Point Avenue 

... this location the facilities required are identical 

with those ^commended for the White Plains Dyre proposal. 
Therefore the station in the railroad cut with a transfer pass¬ 
ageway to the existing Pelham Line station is necessary and 
made a part of the Penn Central Dyre proposal. 


b. E. 174th Street 

At this location a station is recommended of similar 
configuration as described for the White Plains Dyre proposal. 
Reference to Figure 53 is made. The station will be 
located on the two tracks which extend to Co-op City. This 
requires that the northbound Dyre Avenue track be depressed 
and carried under the southbound Co-op City track. The 
entire arrangement can be provided for with number 20 turnouts 
which will allow for a 40 MPH operation. Two parcels of 
property are required in fee to accommodate the construction. 
Also the NYCTA service connection as with the other proposals 
IS recommended to be removed. In this case replacing the 
connection at Waters Place rather than maintaining it at its 
present location along with the new construction would result 
in a net savings of $3.7 million. This additional cost occurs 








in this proposal because it is necessary to carry the service 
track over the two new Co-op tracks to extend it from the 
Penn Central right-of-way to the Boston and Westchester 
right-of-way. 


c. E. 180th Street 

At this location the facilities required are 
identical with those recommended for the Pelham-^re proposal. 
Therefore the two track one island platform station with a 
transfer passageway to the White Plains Road Line is 
necessary and made a part of the Penn Central Dyre proposal. 


d. Car Storage and Mainteneince Facilities 


■phe two car storage and maintenance facilities 
recommended for the Penn Central Dyre proposal are the north 
end of the Dyre Avenue Line right-of-way and Westchester Yard. 
These facilities are outlined in Chapter IV. 


For the Dyre Avenue Line there is no other suitable 
alternative to utilizing the vacant area between the operat- 
inu tracks for car storage and maintenance facilities. For 
the Penn Central leg of tliis proposal three alternate sites 
exist other than Westchester Yard, they are the American 
Cystoscope property, Pelham Bay Park and the vacant area 
between the north and south sites of Co-op City. 


The American Cystoscope property cannot be used 
because the Board of Estimate of the City of New York 
purchased the site and leased it to the Farbe^are Company, 
a manufacturer of kitchen utensils, for a ^riod of 20 years 
and by a letter dated March 22, 1974 officially advised the 
Authority of this fact. 

The use of Pelham Bay Park could not be recommended 
as long as other alternates, even though not as suitable, 
are availedsle. The great environmental concern expressed by 
the public in recent years weighs very heavily against 
selecting this site for car storage and maintenan^ use. 

The vacant area within Co-op City also could not be recom¬ 
mended for the following reasons. Its location is some 
3,000 feet west of the Penn Central right-of-way and an 
additional $53 million in construction costs would be required 
to carry the necessary trackage below the New England 
Thruway, Hutchinson River Parkway and into the required area. 
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Also the property would have to be condemned and its present 

substantially to the 

Yard together with lead tracks under 
of-wJJ ii private property to the Penn Central right- 

^ in the vicinity of Eastchester Road is the recommended 

wlto °* this proposST"? 

tr^k Stop®®®! the present Maintenance of Way 

track paneling facility would have to be dispersed to Jerome 
Avenue, E. 239th Street and E. 180th Street ylJdl. 


Sununary and Conclusion 


.11 it w?® proposals outlined in this Chapter are 

kei feasible. Table 27 summarizes the detailed work at the 
^oLi? areas. The capital and operating costs 

Ke^r.^?^ ® summary of private property requirements will 

Chapter VI. An evaluation and analysis from 
^ engineering aspect will be 

presented in Chapter VII. 
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TABLE 27 

WORK required for EACH PROPOSAL 




For all proposals existing NYCTA 


















































CHAPTER VI 


CAPITAL AND OPERATING COSTS 
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TABLE 30 


PRINCIPLE UNIT COSTS 


CAPITAL 

Description 

Unit * 

Unit Price 

Earth Excavation 

CY 

$120 

Decking 

SY 

$160 

Concrete Masonary 

CY 

$235 

Structural Steel 

TON 

$2350 

Reinforcement Bars 

TON 

$1900 

Waterproofing ^ 

SY 

$13 

Track-Subway 

TM 

$2.8 M 

Track-Elevated, Open Cut 
Embankment 

TM 

$1.6 M 

Signals 

TM 

$1.4 M 

Power 

TM 

$1.8 M 

Line Equipment-Subway 

TM 

$2.4 M 

Line Equipment-Elevated, 

Open Cut, Embankment 

TM 

$0.45 M 

OPERATING 

Description 

Unit * 

Unit Price 

Maintenance of Equipment 

RCM 

$0.41 

Power 

RCM 

$0.28 

Operations of Cars 

RCM 

$1.02 

Injuries and Damages 

RCM 

$0.03 

General and Miscellemeous 

RCM 

$0.66 


* CY - Cubic Yard 
SY - Square Yard 
TM - Track Mile 
RCM - Revenue Car Mile 
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The prices used are from the latest Transit 
Authority bids on similar work updated to January 1976. The 
general construction estimates are basically compiled around 
the six key items indicated together with a fixed percentage 
added for additional smaller items and contengencies. The 
track, signals, power and line equipment were estimated on a 
track mile basis from figures developed by the Authority based 
on similar work performed over the entire system on nvimerous 
capital projects completed in recent years. 

The cost of transit cars is based on a price of 
$337,000 each. This is developed from recent Authority 
experience in the purchase of the new R-44 emd R-46 series 
cars. As previously outlined the new cars to be used in the 
northeast Bronx will be 75 feet long and furnished with air 
conditioning equipment. 

Referring to Tedsle 28, it can be seen that the three 
alternates are very nearly equal in length, however, the 
variation in their total cost is as high as 17%. There are 
several factors for this and they are enumerated as follows. 

The Pelhcun Dyre proposal is the most expensive, 
primarily for the following two reasons. First the subway 
connection required at Hunts Point Avenue for this plan is 
approximately $53 million more than the facilities required 
for either of the other plans. Second the dual signaling 
requirement for the express track of the Pelheun Line between 
Westchester Yard ^md Whitlock Avenue which is a unique and 
singular requirement for this proposal adds approximately 
$13 million more to this plcui them either of the other two. 

The next most expensive plan, actually only 6% less 
than the Pelham-Dyre proposal is the Penn-Central Dyre pro¬ 
posal. Again there are two reasons for this occurring. The 
first is that of three proposals this is the only plan where 
one of the bremches is a completely new facility requiring 
aew stations, track, power emd line equipment facilities 
^the cost of signals is not considered, since under all 
proposals all lines will require new cab signaling and there¬ 
fore this requirement is common to all plans). Second this 
proposal requires the construction of approximately a one- 
aalf mile long yard lead track in subway from Eastchester 
Road to Westchester Yard. This item alone adds some $32 
million more to this plan than either of the other two. 
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The results of all this m^dce the White Plains-Dyre 
proposal the least expensive of the three plans. The follow¬ 
ing factors further highlight this fact. At Hunts Point 
Avenue the new station in the railroad cut with the transfer 
passageway to the existing Hunts Point Station is relatively 
easy and inexpensive to provide. At E. 180th Street the new 
station and required connections to the White Plains and Dyre 
Lines are either on grade or aerial construction, all within 
relatively cunple property under the jurisdiction of the 
Transit Authority. Finally both branches of the proposals 
utilize existing transit structures with car storage emd 
maintencince facilities (239th Street Yard emd the north end 
of the Dyre right-of-way) together with lead tracks adjacent 
to or on the line. 


Analysis of Annual Operating Costs 

The annual operating costs for each proposal are 
indicated on Table 29. The revenue car mileage for each 
proposal was computed from typical daily schedules of 
operations intendend for the Second Avenue Line in the north¬ 
east Bronx. Table 31 and Table 32 indicate the number of 
trains per hours that would operate on a line over a 24 hour 
period for weekdays, Saturdays, Sundays and holidays for a 
30 TPH peak hour service and for a 15 TPH peak hour service. 
This data together with the length of each line allows the 
revenue car mile computation to be made easily and rapidly 
for each of the proposals in the northeast Bronx. 

All the operating expenses exclusive of maintenance 
of way and operation of stations are computed from the 
estimated revenue car mileage figures and the latest costs 
for each item updated to Jcinuary 19 76 , as ted>ulated in the 
Authority's Transit Record. Maintenance of Way costs are 
based on tne length and type of new lines, while station 
operation costs are determined by the number and type of 
stations along the lines, again from tabulated and updated 
costs in the Authority's Treinsit Record. 

The total gross annual operating expenses for the 
three proposals are all approximately the same with the 
White Plains Dyre plan being somewhat costlier than either 
the Penn Central Dyre or Pelham Dyre plans. 
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table 31 


^CTA SCHEDULE 
30 TPH PEAK HOUR SPRVTrr 


XiPe PerinH ^ 


Saturday 


Sunday 

Holiday 


12:00 
1:00 
2:00 
3:00 
4:00 
5:00 
6:00 
7:00 
8:00 
9:00 • 
10:00 • 
11:00 - 


• 1:00 A.M. 

■ 2:00 A.M, 

■ 3:00 A.M. 
4:00 A.M. 
5:00 A.M. 
6:00 A.M. 
7:00 A.M. 
8:00 A.M. 
9:00 A.M. 

10:00 A.M. 
11:00 A.M. 
12:00 A.M. 


5 

4 

3 

3 

3 

4 
7 

18 

30 

19 

15 

15 


5 

4 
3 
3 
3 
3 

5 

10 

10 

10 

10 

10 


5 


12:00 
1:00 
2:00 
3:00 
4:00 
5:00 
6:00 
7:00 
8:00 
9:00 
10:00 • 
11:00 - 


• 1:00 P.M. 
■ 2:00 P.M. 
3:00 P.M. 
4:00 P.M. 
5:00 P.M. 
6:00 P.M. 
7:00 P.M. 
8:00 P.M. 
9:00 P.M. 
10:00 P.M. 
11:00 P.M. 
12:00 P.M. 


15 

16 
15 
15 
21 
28 
18 
12 

8 

7 

5 

5 


10 

10 

10 

10 

10 

10 

10 

9 

7 

8 
7 
6 


8 

7 

8 

7 

8 

7 

8 
6 
6 
6 
6 
6 


Total Number 
of Trains 


291 


183 
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TABLE 32 


TYPICAL NYCTA SCHEDULE 
15 TPH PEAK HOUR SERVICE 


Time Period 


Weekday 

Saturday 

Holiday 

12:00 - 

1:00 

A.M. 

5 

5 

5 

1:00 - 

2:00 

A.M. 

3 

3 

3 

2:00 - 

3:00 

A.M. 

4 

4 

4 

3:00 - 

4:00 

A.M. 

3 

3 

3 

4:00 - 

5:00 

A.M. 

3 

3 

3 

5:00 - 

6:00 

A.M. 

6 

3 

3 

6:00 - 

7:00 

A.M. 

7 

5 

4 

7:00 - 

8:00 

A.M. 

15 

6 

3 

8:00 - 

9:00 

A.M. 

9 

6 

4 

9:00 - 

10:00 

A.M. 

8 

6 

4 

10:00 - 

11:00 

A.M. 

5 

6 

5 

11:00 - 

12:00 

A.M. 

6 

6 

5 


12:00 

- 

1:00 

P.M. 

6 

6 

5 

1:00 

- 

2:00 

P.M. 

6 

6 

5 

2:00 

- 

3:00 

P.M. 

8 

6 

5 

3:00 

- 

4:00 

P.M. 

10 

8 

5 

4:00 

- 

5:00 

P.M. 

13 

7 

5 

5:00 

- 

6:00 

P.M. 

8 

7 

5 

6:00 

- 

7:00 

P.M. 

6 

6 

5 

7:00 

- 

8:00 

P.M. 

5 

5 

5 

8:00 

- 

9:00 

P.M. 

5 

4 

5 

9:00 

- 

10:00 

P.M. 

5 

5 

5 

10:00 

- 

11:00 

P.M. 

5 

5 

6 

11:00 

- 

12:00 

P.M. 

4 

4 

2 


Total Number 




of Trains 

155 

125 

104 
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If to these costs the net savings that would result 
from eliminating existing services on the VThite Plains, Dyre 
or Pelham Lines are applied, the following would be the re¬ 
sults. All costs indicated are in millions of dollars. 


Proposal 

Gross Annual 

Annual Savings 
From Eliminating 

Wet Annual 

Operating Cost 

Present Services 

Operating Cost 

•fhite Plains 

Dyre 

30.02 

20.73 

9.29 

Penn Central 

Dyre 

26.28 

8.86 

17.91 

Pelham 

Dyre 

25.48 

24.30 

1.18 


The resulting net annual operating costs clearly 
indicate that the Penn Central-Dyre proposal would be the 
most expensive. This occurs since with this plan one of the 
branches is a totally new line, thus it does not eliminate 
any existing service while the other branch eliminiates the 
existing Dyre service whicn is only 7-8 TPH during the peak 
periods. 


The Pelham Dyre proposal is the least expensive on 
a net basis since on the Pelham Line north of Hunts Point 
Avenue the present service consists of 28 TPH during the 
peak periods. Also the ifhite Plains Dyre plan is intermediate 
on a net cost basis since on the White Plains Road Line north 
of E. 180th Street the present service consists of 17 TPH 
during the peak periods. 

Analysis of Real Estate Costs 


Table 33, summarizes the required properties for all 
the proposals. As noted all properties listed are required 
for the Penn-Central Dyre plan and for either the Pelham Dyre 
or White Plains Dyre plems two properties are required block 
3861 lot 14 and block 4971 lot 50. 

In considering the Pelham Dyre and White Plains Dyre 
proposals first the required properties to implement their 
construction are two vacant lots in the northeast Bronx. Based 
on present (1975-76) assessed valuation their market value 
should oe less than $100,000. Therefore, both in terms of 
cost relative to the total costs of the proposals or 
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TABLE 33 


required properties 


Block 


3769 

3861 

4041 

4042 
4062 


4411 

4226 


4971 


Ixjt Description 


1975-76 Valuation 
Unimproved Improved 


Remarks 


1 Vacant 
14 Vacant 

I Service Station 

201 3 Story Building 

36 1 Story Building 

38 1 Story Building 

40 Vacant 
42 2 Story Building 

49 1 Story Building 

51 2 Story Building 

52 2 Story Building 

53 1 Story Building 

54 3 Story Building 

300 3 Story Building 

5 2 Story Building 

6 1 Story Building 

7 1 Story Building 

10 Vacant 

II Vacant 

30 N.Y.S. Hospital 
50 Vacant 


35,000 

25,000 

35,000 

16,000 

8.500 
13,000 

1,700 

3.500 

10,000 

900 

900 

800 

4,000 

1 , 000,000 

1,550,000 

329,000 

190,000 

40,000 

7,700 

8 , 200,000 

2,200 


35,000 

25,000 

55,000 

24,000 

20,000 

31,000 

1,700 

7,800 

14,500 

6,900 

6,900 

900 

52,000 

1,750,000 

3,130,000 

330,000 

200,000 

40,000 

7,700 

37,100,000 

2,200 


Fee Title 
Fee Title 
Fee Title 
Partial Fee 
Fee Title 
Fee Title 
Fee Title 
Fee Title 
Fee Title 
Fee Title 
Fee Title 
Fee Title 
Fee Title 
Partial Fee 
Partial Fee 
Partial Fee 
Fee Title 
Fee Title 
Fee Title 
Partial Fee 
Fee Title 


I 

I 

I 

1 

I 

1 


otes; 


4 Ponn Dyr© 

All properties listed ebove are required for 

Proposal £ ♦•Vi© 

rropfr^fel fi=trd^"Se”^erdired^^B?r=r?in 

Lot 50. 


All valuation costs shovm are in dollars. 
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'*'5. - 


consequences to the owners euid surrounding commi^ity in 
condeming these properties for tremsit use, their taking, 
would be insignificant. 

In considering the Penn central-Dyre proposal, of 
the 21 properties required to implement the construction 16 
are required in fee title and 5 in partial fee. The partial 
fee takings are minimal and in all cases affect only small 
areas of the unimproved portions of the properties. The fee 
title tedcings fall into three categories 6 vacant, 6 com¬ 
mercial and 4 residential. In the residential properties 6 
family relocations would be required emd they are all located 
in the area of the proposed new Bronxdsle Avenue Stetxon 
northeast of the Parkchester development. 


I 


The market value of the 21 properties has been 
estimated at $1.4 million. This was determined by totalling 
the 1975-76 assessed valuation of all the properties required 
in fee title and applying a 2.5 multiplier factor to the 
result. This factor is the average at the present time for 
real estate costs in the northeast Bronx. In addition a 
f2at fixed average amount of $25,000 was added for each 
partial fee taking. 

Xhis real estate cost relative to the total cost of 
the Penn Central-Dyre proposal is not significant and should 
not be a factor in evaluating the plan. However, in terms of 
the consequences to the owners, the community and of the time 
consuming procedures necessary for condemnation the property 
requirements are a definite negative factor against the Penn 

Central-Dyre propoeal. 


I 

I 

II 

II 


Summary 


In summarizing the material presented in this chapter 
the following factors are clearly indicated. 

1. On a capital cost basis the White Plains pyre 
proposal is approximately 15% less expensive 
them either of the other two plans. 


On a net cuinual operating cost basis the Penn 
Central-Dyre proposal is $8.6 million costlier 
than the White Plains-E)yre plan and $16.7 million 
costlier than the Pelheun-Dyre plan. 



- JJJ ~ 




2 . 




r 


3. The Penn Central-Dyre t>lan requires 21 properties 
to impleraent tne construction, while botli tne 
V^hite Plains Dyre and Pelham Dyre plans require 
only two. 

An analysis and evaluation of the proposals based on 
both engineering and transportation considerations will 
in Chapter VII. 
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CHAPTER VII 


EVALUATION AND ANALYSIS 
OF ALTERNATIVE PROPOSALS 








VII. EVALUATION AND ANALYSIS OF 

ALTERNATIVE PROPOSALS 


Introduction 


In this Chapter the three proposals will be analyzed 
cuid evaluated on both a tremsportation cuid engineering basis 
to highlight the advantages and disadvantages of each in¬ 
dividually and also relative to the other proposals. 

On a transportation basis the areas of analysis and 
evaluation will be passenger comfort emd convenience, impact 
on each and other modes of transportation and relationship 
to planned projects and developments. 

On an engineering basis the areas of analysis and 
evaluation will be, feasibility and impact of construction, 
impact on private property, impact on existing transit 
facilities amd operations and capital and operating costs. 

The transportation portion will be presented first 
to be followed by the engineering and summary sections. 


Transportation 


a. 


Passenger Comfort and Convenience 


Many measures indicate passenger comfort and conven¬ 
ience, however, the most critical is crowding. Tables 34 ^d 
35 show various loading characteristics of subway lines under 
each proposal at both the Harlem River and Entering Midtown 
'Manhattan Cordons, respectively. 

At the Harlem River Cordon, there is a seated load 
on the Lexington Local under the Pelham-Dyre Proposal. Under 
the other proposals, only the Second Avenue Line trains carry 
a seated load. At the Entering Midtown cordon, all lines 
have standees. 


In Chapter II, the two load factors in Table 26, 
indicate the following: 
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Avenue Lock ‘''® ^®='i" 9 ton 

reduction, from 67% to 28%, however 'this is'^ot^”^' ’’*’® 

because the 67% load factor is important, 

the load on the Lexington Avenue Express^*butdecrease 
amount. The Lexington Avenue ExprSs ^ 

relief, reslly does not receivffr^'tL^^tiJLtSyS^^^p'osei; 

Lexington Avenue ExpreM''a'^fiw°moro^*^°^°*^'' ‘he 

does the Pelham-Dy^njoDosaf ^^''‘^^"tage points than 

Express would still he operating vel^^^Lr 

Lexington AvenSI Sprlss''the^best'^of^Kl'”tS°th^ relieves the 
In addition, the load factors in rT«mp. three proposals. 

balanced under this proposal ' Onl? th^^c' 

seems to have a low load faotnT- Second Avenue Line 

translated inti Htt IhM^ieSro^SI-ci^terof^fS”’^ 
passengers are standing entering midtown^M^Jattan. 

There are several other wavs to inHi/->a%-x» 
convenience. Two tables are presented T?fhiJ 
nuraoer of transfers that tair® rai shows the 

stations. Becaulf t^^sfeSLo f critical 3ronx transfer 

number of transfers that take plaL^^'the^beit”^ VJ^® 

number of transfer^L the greatest 

two proposals have sianifieanti%/ stations shown. The other 

.ThitS pLins4rTpro?2L^i'h“i“^ 

pended Passenger minutes that would be ex- 

under each of the^tLel^prop^lals^"\he datJ^'^" Manhattan 

multiplication of the number of Bronx-to-Ml?hI^?^^®®"^® ^ 
on each study-area transit- lino <-• ^^nhattan passengers 

midtown Manhattan, ^he to 

crease in passen“ir lJ,S“rff'"-u. 

IS basicallv becauQ^j of ro pro forma. This 

SSrlSnEraS^ 
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TABLE 36 


NUMBERS OF TRANSFEREES* AT MAJOR BRONX TRANSFER STATIONS 

IN AM PEAK HOUR 



Pelham-Dyre 

Proposal 

Penn Central-Dyr'e 
Proposal 

White Plains Rd.- 
Dyre 

Proposal 

E. 180th Street 

5,900 

5,000 

800 

Hunts Point Ave. 

5,200 

6,900 

8,000 

E. 149th Street- 
Grand Concourse 

3,200 

3,100 

2,900 

TOTALS 

14,300 

15,000 

11,700 


NOTE; * Transferees are the nuinber of passengers entering the 
station and getting off one line in order to board 
another line at that station. 
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shows access chcu-acteristics°l”'^th^^a*^^ access. TeUale 38 
area subway lines to the hour from study- 

Manhattan/and ?he Ses^ S?de^/J°''^ Si'*® 

Dyre Proposal offers thermos tdirJSi?*^^^* Central- 

Plains Road-I^re Proposal the lllll White 

equal in offering either dirern- nt- I pi'oposals are about 

the Penn Centrel?Dy« “oponrh!f *'=“”• therefore 

proposals in terms of aoSss/ other 

headways arl“sMnUarto°foSd"''®"“'’“ frequency, short 

Vice. Table 39 shows convenient rapid transit ser- 

posals. Al! hLdwavl a?^ pro! 

area subway lines. The lowest headways on all study- 

offers headwayrwhich Road-Dyre Proposal ^ 

Pelham-Dyre Proposal offers a * however, the 

the only case where th#» hofri® somewhat lesser service, it is 

are now offered (four mijjutes worse than 

minutes) . Therefore k current two 

Dyre Proposal is least favoJed®^*^^ standpoint, the Pelham- 
could be carried out for canap'i^- ® ^ypc of analysis 

lead to the s^e resul?! consideration, and wJuld 


b. Impact on and of other Modes 

1. Effects on Private Bus Operators 

Studied herein (or for ^ ^ *^® P^^oposals 

are deleterious, then the orivate » the effects 

for losses which would be incur compensated 
implementation. incurred as a result of the project 

be affected are^New^York^Bus°Service^* study area which might 
(BXM6, BXM7 and filSva) PeSaf ® express bus routes 

bus route (BxMll) , and'gue^s Transi?*^?^ Service's express 
co-op City to the PelhaiJ LinI (^SlK service from 

express bus routes^as^a^r^uf! ''ill te minimal impact on the 
of the proposals diJcussed ii^tSf,^® ^"‘Piementation of any 
based on the premise that = judgment is 

rather than “at end., 

And ^±.mo , Cavoxt m vato'^y Ay —^ 


Ttm , suohk AS 
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ACCESS CHAR ACTERISTICS OF STUDY AREA SUBWAY LINES IN AM PEAK HOUR 

Pelham- Penn Central- White Plains- 

___Dyre Dyre Current 
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AVERAGE HEADWAYS AND CAPACITIES OF STUDY AREA SUBWAY T.TNtt*; 
IN THE AM PEAK HOUR CURRENTLY AND UNDER EACH PROPOSAt'- 




































Run 'bi.ni6s from specific iocefions in Uie sfudy area, to 
Manhattan are generally longer by express bus than by subway. 
This is shown in Table 40. Since most of the express bus 
riders are former subway riders, it can be deduced that they 
switched to express bus for comfort and convenience of the 
DUS. Therefore, despite the fact that each of tlie proposals 
do shorten run time and decrease crowding, it is not probable 
taat large nximbers of riders would be diverted to the subway 
from express buses if the proposals were implemented. 

The one private local service route, QBxl, would 
probably not be significantly affected by either the Pelham- 
Dyre or White Plains-Dyre proposals because Co-op City 
residents would still use that route to reach the subway at the 
Pelham Bay Park Station. There probably would be a signif¬ 
icant effect if the Penn Central-Dyre Proposal were implement¬ 
ed, because some of the residents of Co-op City, particularly 
those living in the southern section of the development, 
could walk to a subway station: the Co-op City Station on 
the Penn Central Line. If it is assumed that all subway- 
bound Co-op City residents in the southern sections walked 
to the new station, rather than taking the QBxl to Pelham 
Bay Park Station, and ridership was a function of total 
population, then about 25% of the QBxl's feeder service riders 
would be diverted to "walk feeder" rather than "bus feeder" 
mode. 


This loss would be compounded by the further loss 
of feeder ridership from the northern sections of Co-op City 
to the new subway station. This loss would probably occur 
Decause MaBSTOA operates two local service bus routes along 
the same streets as the QBxl through Co-op City to a terminal 
at the site of the proposed station. These two routes, 

Bxl5 and Bxl7, operate a combined rush-hour headway which is 
approximately equal to the rush-hour headway of the QBxl. 

This fact would lead to the conclusion that half of the 
residents of the northern sections of Co-op City would use 
the QBxl to reach the proposed Co-op City Subway Station, 

the other half would use the MaBSTOA routes. The maximum 
on the QBxl would occur if all Co-op City—to—subway 
trips were diverted to the Co-op City Station from the 
Pelham Bay Park Station. If this were the case, then about 
35% more of the current QBxl-feeder-service riders would be 
diverted from the QBxl to the Bxl5 and Bxl7 routes which are 
operated by a public agency, MaBSTOA. 
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TABLE 40 


SUBWAY VS. EXPRESS BUS RUN TIMES 

FROM STUDY AREA TO MANHATTAN 


Run Time to 42nd Street, Manhattan 

via Subway 

via Express Bus 

From Pelham Bay Park Station 

37 min 

51 min 

From 177th Street 

30 min (1) 

51 min 

From 241st Street - WPR 

43 min (2) 

60 min 

From Co-op City 

47 min (1)(3) 

51 min 


No tes; (1) via Pelham Express 

(2) via Lexington Avenue Thru Express 

(3) Includes ten-minute feeder bus from Co-op City to the Pelham Line 











Therefore, if the Penn Central-Dyre Proposal were 
adopted, there is the possibility that the QBxl could lose 
as much as 60% of its Co-op City-to-subway ridership. 


2. Impact of Diversion from Auto 

In the methodology section of the introduction, it 
was stated that the model developed for this study assumed 
no change in modal split. The only growth projected for 
the subway lines would be as a result of land development and 
study area population changes. This was basically because 
such a significent percentage of study-area-to-Manhattan work 
trips already used the subway (80%). Despite this, diversion 
from auto was tested. There were several reasons for this. 

The primary reason was to exhibit the impact of a study-area- 
to-Manhattein auto diversion to subway. A ten percent auto 
diversion was arbitrarily chosen. Harlem River and Entering 
Midtown Manhattan Cordon counts, with a ten percent auto 
diversion, are shown on Tables 41 and 42 , respectively. A 
comparison of load factors with and without the auto diversion 
shows that the ten percent auto diversion produces about a 
one percent increase in load factor in most all cases. There¬ 
fore, it can be said that emy unforeseen auto diversion would 
affect all proposals about the same, and that one proposal 
should not necessarily be chosen over another on the basis 
of the ability to absorb auto diversions. 


c. Relationship to Projects and Development 

The data supplied by the Department of City Pleuining 
for tiais study indicates that the study area is rather fully 
utilized. Much of the construction of buildings has occurred 
along the subway lines. Unfortunately, the single largest 
development. Co-op City, does not fit the general pattern. 

It is outside of the tributary area of a subway station. Of 
the proposals, only the Penn Central-Dyre Proposal offers 
any improvement in this situation, but the improvement it 
offers is not fully satisfying. The location of the Co-op 
City Station on the Penn Central Line is within walking 
distance of only the southern section of Co-op City. Residents 
of the northern sections would need feeder bus service to the 
subway station. This latter situation is not much different 
from the situation which would be offered by the other two 
proposals. The major difference would be that the feeder bus 
run time would be shortened. Therefore, only the Penn Central- 
Dyre Proposal offers better subway access to Co-op City 
residents than do eitiier of the other proposals. 
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(3) Assuming four minute headways in 1973: 1400 passengers per 

































ENTERING MIDTOWN MANHATTAN CORDON COUNTS 
SOUTHBOUND IN AM PEAK HOUR WITH AND WTTHniTT inY Aim 
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Assuming two minute headways in 1973; 1400 passengers per train. 

























Because the Penn Central-Dyre Proposal includes 
the construction of a new subway line, it also opens other 
areas to direct or more direct sxibway access. The Yeshiva 
University-Einstein College of Medicine, its hospital and 
housing complexes would be within walking distcmce of the 
Eastchester Road Station of the proposed new line. The 
northwest portion of Parkchester would be near the White 
Plains Road Station; and the southern portion of Morris 
Park would be near the Bronxdale Avenue Station. Therefore, 
the Penn Central-Dyre Proposal does have the advantage over 
the other proposals of providing subway access to existing 
development where it does not now exist. 

The Department of City Planning also indicated that 
the only significant undeveloped areas in the study area are 
in the Penn Central Corridor. Some of the sites which the 
Department feels are ripe for development are adjacent to 
proposed stations in the Penn Central Line. Other sites, 
such as the former "Freedomland" site (which is between 
the northern and southern parts of Co-op City), are in the 
corridor, but are not within walking distance of Penn Central 
Line stations. Nevertheless, in most cases, Penn Central 
Line stations would be closer to those sites than would 
stations on the existing subway lines. Therefore, the Penn 
Central-Dyre Proposal does have the adv£mtage over the other 
proposals in providing subway access to portions of the study 
area which the Department of City Planning feels are ready to 
be developed. 


Engineering 


a. Feasibility and Impact of Construction 

As previously outlined all the construction necessary 
to implement the proposals is feasible. However at three 
locations the necessary work would be costly, complex and 
disruptive to the surrounding area and existing railroad and 
transit facilities while construction is in progress. 

The first such location is in the vicinity of Hunts 
Point Avenue where for the Pelham Dyre proposal a subway 
connection is required from the Penn Central right-of-way to 
the Pelham Bay Park Line. This connection requires a complex 
flexing in the railroad cut and adjacent thereto the under¬ 
pinning of the westerly Penn Central track, the underpinning 
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elevated Bruckner Expressway, 
maintenance of a heavily used entrance ramo of the 
expressway, the construction of the southbound^connecting 
track under the Pelham Line and the connection of new 
trackage to the Pelham Line all under operations and without 
disruption to the regular scheduled service. All this would 
^J-fficult and costly to accomplish. The estimated cost 

alone fully equipped and in place is 
904 million. In total it can definitely be stated tba*t this 
one Item can be counted as a large negative factor against 
the Pelham Dyre proposal. 


The second location is in the vicinity of E. 174th 
Street where for the Penn Central Dyre proposal a flexing 
IS necessary to extend two tracks to Dyre Avenue and two' 
tracks along the Penn Central to the vicinity of Co-op City. 
This requires that the northbound Dyre Avenue track be de¬ 
pressed and carried under the southbound Co-op track to avoid 
crossing. The alignment results in approximately 
800 feet of structure whose base of rail is below mean high 
water and its centerline approximately 60 feet from the 
bulkhead line of the Bronx River. While this problem is not 
insurmountable it would be costly and difficult to overcome 
since all the construction would have to be progressed in a 
relatively narrov/ area between an operating railroad and the 
Bronx River. 


T, j third location is in the vicinity of Eastchester 

Road where for the Penn Central Dyre proposal lead tracks in 
subway are required between the railroad right-of-way and 
Westchester Yard. The new trackage would pass below the 
operating tracks of the railroad then through six parcels of 
P^°P®fty to enter Westchester Yard. The construction 
would be costly, difficult and disruptive to the surrounding 
area. The estimated cost of the lead tracks alone, fully 
equipped and in place is $32 million and it can be stated that 
this one item is a definite negative factor against the Penn 
Central Dyre proposal. 


An additional consideration in evaluating either the 
Pelham Dyre or White Plains Dyre proposal is the fact that 
under both of these plans one branch of the Second Avenue Line 
IS connected to an elevated structure which at the present 
time is approximately 60 years of age. As previously outlined 
the elevated portions of both the Pelham and White Plains Road 
Lines are presently well maintained and are in good condition. 
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however it can be expected that sometime the future their 
useful service life will be reached and at that time the 
same will not be true of the new construction to be provided 
for the Second Avenue Line. 


t>. Private Property Requirements 

AS outlined in Chapter VI for both the Pelham Dyre 
and White Plains Dyre proposals only two parcels of 
property are required to implement the construction. For t 
Penn Central Dyre proposal a total of 21 properties 
quired. 

The costs of the real estate in 
total capital costs is insignificant (less than » 

however in terms of the consequences to the 

community and the time consuming P''5®®‘^"J!®p2®n®centLl Dyre 
condemnation the property required for the Penn Centr Dy 
proposal is a large negative factor against the plan. 

c. impact on Transit Authority Facilities and Operations 

Of the three plans the Penn Central ^re proposal 
would have the least impact on present Transit Auth y 
facilities and operations. 

This is so because one of the branches is a totally 
new line. The other, the Dyre Line, by being 
She Second Avenue Line will inT.rove „Su 

Plains Road Line. This occurs because a meshing will be 
eilmlSatSraS E. 180th Street reaulting in an increase in 
capacity and flexibility on the White Plains Road Lin . 

The one negative factor is the dis’^rsal of the 
Maintenance of Way track paneling and As 

SS SeStchester Yard to make way iul 

sns«Sd’'trs!^?ssShit?sssrs. aisss isseet Ld aero^ 

iiSSSrSSrL. This will severly 

For the Pelham Dyre proposal the ®SS- 

S^St^S:%°dL”trcSf!nUcf eSViJS SSrUSrSntral i^yre plan, 
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The connection to the Pelham Line adds an additional 
complication with the propsoal. As previously stated the 
existing Lexington Avenue Local service will terminate at 
hunts Point Avenue and use the middle track of the Pelham 
hay Park Line for access to Westchester Yard. This will create 
a condition where tne new terminal is some 3.5 miles from 
Westchester Yard. Any train breakdowns on this long load 
track will seriously disrupt service on the line. This single 
condition adds a large negative factor against the Pelham Dyre 
proposal. 


For the White Plains Dyre plcui the only major 
consideration is the loss of tiie 2. 2 39th Street Yard to the 
A Division. As previously stated this loss will be made up 
oy constructing new storage tracks at 2. 180th Street, utilizing 
the middle track north and south of E. 180th Street for layup 
of revenue trains and modifying and upgrading the existing 
L. 180th Street barn to accommodate monthly inspections for 
the .i Division fleet. Although this can be implemented with¬ 
out major difficulty it can be stated that the resulting 
condition will be somewhat less efficient and desirable than 
tne present facilities and operations. 

If the proposals were ranked on the basis of impact 
on Authority facilities and operations, the Penn Central Dyre 
plan would be the least disruptive followed by the White 
Plains Dyre and Pelhcun Dyre proposals. 

As previously stated under all plams, it is recom¬ 
mended that the present service track between E. 174th and 
E. 180th Streets be replaced with a connection from the Penn 
Central to Westchester Yard under Waters Place. This will 
result in a definite improvement over the existing facilities. 


d. Capital and Operating Costs 

As previously outlined in Chapter VI the Pelham Dyre 
plan is the roost expensive on a capital cost basis closely 
followed by the Penn Central Dyre plan. The White Plains 
Dyre proposal is the least expensive plan some $59 million 
less than the Pelham Dyre proposal and some $ 42 million less 
than the Penn Central Dyre proposal. 
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On a net annual operating cost basis the Penn 
Central Dyre plan is the most expensive. The Pelham Dyre 
proposal is the least expensive, by some $16.7 million a year 
less than the Penn Central Dyre proposal and some $8.6 million 
less than the White Plains Dyre proposal. 

All the proposals on a capital basis cost approximately 
$260-$320 million and amortizing this oyer the relatively long 
service life of the new transit facilities it can be stated 
that on this basis all the proposals can be assumed similar. 
However* on a net annual cost basis the Penn Central Dyre 
proposal is at a definite disadvantage since it would add 
an additional $17.91 million a year of new operating expenses 
on the Authority. 

The transportation analysis indicates that no 
significant new ridership would be generated by any of the 
plans cuid therefore serious consideration should be given, 
prior to approval on implementation, of any pl^ such as the 
Penn Central Dyre which would saturate or provide additional 
trauisit facilities in a relatively non densely populated 
outlying area of the City of New York. 


Summary 


a. Tremsportation Analysis 

Table 43 summarizes the advantages and disadvantages 
on a transportation basis of each proposal. A good, fair or 
poor rating was assigned to each proposal for 
transportation factors previously discussed in this Chapter. 

A weighted point system was used as follows, two 
points "good", one point "fair", and zero for poor . On 
this basis the Penn Central-Dyre plan receives 12 points, the 
White Plains Dyre proposals receives 14 points, while the 
Pelham Dyre proposal receive nine points. 


b. Engineering Analysis 

Table 44 summarizes the advantages and disadvantages 
on an engineering basis of each proposal. The six factors 
were used as previously discussed in this Chapter, 
weiqhted point system was used with the results being that the 
White Plains Dyre plan received 12 points, the Penn , 

Dyre plan received 8 points and the Pelham Dyre plan received 

6 points. 
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NOTE: (1) A high number of transfers gets a poor rating and a low number a good rating 
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